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CHAPTER I. 

GENERAL ADMINISTRATION. 

1. General Review. — This report deals with Indian Railways in the 
financial year 1926-27. After the somewhat defective monsoon of the pre- 
vious year the prospects of traffic for this year did not justify the expectation 
of any large increase in earnings. During the early months receipts were 
such as to indicate that there would be occasion f(^r drawing on the Reserve 
in order to fulfill the obligation to pay the annual contribution to Central 
Revenues under the convention governing the separation of railway finance 
from the general finances of the country. The monsoon of 1920, however, 
although late in becoming effective gave widely distributed rain, and better 
conditions prevailed than in the previous year. In some parts of the country, 
notably in Burma and on the Kast Coast of India, excessive rc'iin was ex- 
perienced, which caused serious interruptions to traffic. Thi^re was, however, 
a revival of movement in most commodities and in passenger traffic in the last 
months of the year, and this revival together with a reduction in working ex- 
penses enabled the railways to meet their obligations and also to add a sub- 
stantial sum to the reserve. 

2. Amongst the principal crops on which railway traflic largely depends 
there was a serious falling off in the cotton crop, a marked increase in the 
jute crop, and a further advance in tea production. The output of wheat 
and other crops remained much the same as in the previous year. There 
was, however, a definite increase in the traffic of the year as compared with 
the previous year of which as a rough measure may be instanced the facts 
that the total number of tons of goods moved on all railways increased from 
79’8 millions to 85-8 millions and the number of passengers from 590 millions 
to 604 millions. 

3. An important phase in the Avork of construction of additional mileage 
was reached during the year when for the first time it became possible to 
put before the Legislature the survey and construction proposals of the 
larger railway administrations as a connected programme for a period of 
five years. The programme as now formulated provides during the five 
years ending in March 1932 for the addition of over 7,000 miles to the tslU- 

systern of India with about 4,000 miles under construction at the end 
of the period. The fulfilment of this programme is subject to the various 
projects as they are examined in detail showing on the estimates a pro- 
bability of adequate financial return and subject also to the possibility of 
the provision of the necessary funds by the Legislature. The programme 
will come^ up for revision each year, and the procedure adopted provides for 
consultation with the Local Governments in this revision. 

4. The formulation of this programme has been greatly facilitated by 
certain decisions of the Railway Board regarding the standard of construc- 
tion to be adopted in varying circumstances, and the settlement of these 
Standards has been made possible by the technical work done in the past 
few^ years bv the Standing Committees for Standardisation of locomotives, 
rolling-stock, bridges and track under the direction of the Railway Board 
The work of these committees has also been of great importance in deciding* 
on improvements of equipment on existing lines in order to meet increasing 
traffic and to reduce working costs. Perhaps the outstanding event during 
tli6 year in tliis connection tins been the "fornnilfition nnd issue of new rules 
for the design of bridges with important changes in the method of calcula- 
tions for moving loads. 

^ 5. The total additions to mileage during the year were 421. and several 

important new lines were commenced including the Kangra Valley Railway, 
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a ceremony in connection with which was attended by His Excellency the 
Governor of the Punjab on 3rd May 1926. The opening by His Excellency 
the Governor of Bengal on 1st October 1926 of the broad gauge connection 
between Parbatipore and Siliguri after conversion from metre gauge effected 
a considerable improvement in the rail connection between Calcutta and 
Darjeeling, which has long been desired by the public. 

6 . Amongst other matters of interest connected with the administration 
of the railways during the year was the publication of the report of Sir 
Vincent Raven’s Committee on the State Railway Workshops and the com- 
mencement of an investigation into the whole subject of Railway Accounts 
by Sir Arthur Dickinson. A Railway Clearing Accounts Office for the State- 
managed Railways was constituted in December, following the successful 
experiment referred to in last year’s report. The Railway Rates Advisory 
Committee commenced its work under the Presidency of Sir Narsinha Sarma 
in April and dealt with several complaints during the year. 

7. Railways and the Iiegislature. — The attention paid by members 
of the Council of State and Legislative Assembly to details of working of rail- 
ways has continued and is shown by the high proportion of questions on 
railway subjects. Out of 2,805 questions asked during the year 825 or 
29 per cent, dealt with railway matters. Among matters in which 
members took the greatest interest may be mentioned Indianisation, 
the recruitment and training of staff, amenities for 3rd class passengers, 
reduction of rates and fares, grievances of railway employes, stores indents 
and purchases. Tn addition the following resolutions or adiournment 
motions were moved in connection with railwav subjects ; — 

On 24th August 1926 a resolution was moved in the Legislative 
Assembly regarding the retention in its present site of Rameswa- 
ram Station on the South Indian Railway. This resolution was 
negatived by one vote, but as a result of further investigation 
the South indian Railway have been able to put forward an 
alternative plan which will go a long way towards removing the 
inconvenience complained of in connection with the change of 
site. 

On 9th February 1927 a resohition was moved in the Council of State 
recommending that 3rd class fares should be reduced by at least 
33 per cent. This resolution was negatived. 

On 14th February 1927 a resolution was moved in the Council of State 
recommending that intermediate class accommodation should be 
provided in all passenger and mail trains of the South Indian 
Railway and that the same inter class fare as that charged by 
the Madras and Southern Mahratta Railway, namely, 5 pies 
per mile should be charged by the South Indian Railway- The 
resolution was negatived. 

On 18th February 1927 the adjournment of the Legislative Assembly 
was moved to consider the serious situation that had arisen in 
Kharagpur and other places on the Bengal-Nagpur Railway on 
account of the railway strike. Leave was granted and the motion 
was talked out. 

On 3rd March 1927 a resolution was moved in the Council of State 
recommending that between Madras and Arkonam on the Madras 
and Southern Mahratta Railway there should be a railway station 
every two miles and that new stations should be opened in places 
where this distance was exceeded. The resolution was negatived. 

On 7th March 1927 a resolution was moved in the Council of State 
recommending the early construction of a new line between 
Mangalore and the nearest point in British Indian Territory to 
Marmagoa and that necessary provision be made in the budget for 
conducting the preliminary investigations for this project. This 
resolution was withdrawn. 
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8. Railway Budget. — As in the two preceding years the railway 
budget was introduced separately, and preceded the general budget. It was 
presented to both houses of the legislature on the 18th February 1927 after 
having been discussed previously in detail with the Standing Finance Com- 
mittee for Railways in meetings held at the end of January and beginning 
of February. The budget was discussed generally in the Council of State 
on the 21st February and in the T.egislative Assernblv on tlie day following. 
Demands for grants were discussed and passed by the Assembly during the 
four days February 23rd to 26th. 

During the general discussion of the budget it appeared that it was 
considered on the whole satisfactory though open to criticism in many points. 
Part of the criticism was directed against the anticipations of the Financial 
Commissioner of the results of adopting the ^^d. ratio for the rupee instead 
of the 18c?. Among other points taken up were the report of the State 
Railways Workshop Committee, the inadequacy of the salaries of lower 
officials and the desirability of reviewing the convention by which railway 
finances were sep.arated from general finances. 

Over 20 motions for reduction were actually made during the motions 
for demands for grants, but only three were carried. Three more were 
pressed to a division, but lost. Of the motions for reduction which were 
carried the most important was that which reduced the demand for the 
Railway Board to Rs. 100. This motion was in sul)stitution of an original 
motion for omitting the whole grant about which ther(> was some doubt as 
to whether it was in order. Among the reasons given f(m what was practi- 
cally a vote of censure on the Railway Board were their alleged negligence of 
the tax-payers’ interests in the purchase of wagons, the low wages given to 
railway employees, and the failure of Government to appoint Indians 
on the Railway Board. This feUiicCroii was later restored by the Governor 
tr^eral In CounciF The two other reductions made by the Assembly were 
for a nominal amount of Re. 1 each, and were intended to criticise the policy 
of the Government with regard to purchase of stores and the non-acceptance 
of the resolution of the Assembly recommending an (mquiry into the grie- 
vances of railway employees. 

9- Standing Finance Committee for Railways. — -The Standing 
Finance Committee for Railways elected by the last l^cgislative Assembly 
in September 1924, continued to function during the year till the Assembly 
was dissolved in September 1926 when the Committee automatically went 
out of existence. On the constitution of tlie new Legislative Assembly in 
January 1927, a new Standing Finance Committee for Railways was elected 
on January 25th, 1927. 

The first Committee held meetings on the 14th and 15th June and 13th 
August 1926. At these meetings they examined and a}q)roved pro]:»osals for 
the creation of additional posts in the Superior Estaldisluucnt of railways, 
the construction of several new lines, the estimate for the i)rovision of iin- 
]iroved railway facilities at Cawnpore, the establishment of a separate audit 
and accounts office for the railway collieries, the permanent vetimtion of the 
appointment of Director of Finance, Railway Board, and the policy to be 
adopted in the provision of quarters for railway staff- I hey also discussed 
the railways’ programmes for the purchase (T rolling-stock. The Committee 
elected by the new Legislative Assembly met on the 27th ami 28th January, 
2nd and 4th February and 9th and 26th March 1927. At these meetings the 
Committee exaTnined the estimates of receipts and expenditure and the de- 
mands for grants for railways for 1927-28 and the supplementary demands for 
1926-27 before these were placed before the Legislative Assembly, and con- 
sidered and approved of proposals for the construction of a broad gauge bridge 
over the Indus at Kalabagh and of the Khushab Chak Jumra Broad Gauge 
Chord Railway and the formation of a training school at Lyallpur for the 
subordinate staff of the North Western Railway. 

10. Central Advisory Council for Railways — The lientral Advisory 
Gouncil for Railways held a meeting on l7th Augtist 1926 during the Simla 

•X 
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session of the Legislative Assembly. At the meeting the formation of a 
Railway Staff College was unanimously approved and by a majority the 
Council further approved of Dehra Dun as its location. A proposal to asso- 
ciate Asses.sors with District M.agistrates in accident enquiries was discussed 
and in view of the leg;il and other difficulties it was decided by a majority 
of votes not to pursue tlio matter further. The third subject discussed was 
a .suggestion for the drafting cT a Bill to make travelling without tickets a 
cognisable offence. Tn view of the special efforts being made on the East 
Indian Railway the Council considered it advisable to defer consideration 
of legislation till the results achieved by the adoption of a new system known 
as the crew system of ticket checking were known. 

11. Local Advisory Committees. —With the formation of a Committee 
on the Bengal-Nagpur Railway all State-owned Railways now possess Local 
Advisory Committees. A Committee has also l>een formed on His F.,xalted 
H ighness the Nizam’s (luarantced State Railway. 

The following statement shows the number of meetings held during 
1926 27 : — 


ailw 

Assa iu-]U*.ngal 

Bengal and North Western 

Bengal-Nagpur .... 
Boinhay, Baroda and Central India 
Burma ..... 
Kastorn Bengal 

East Indian .... 

Great Indian Peninsula 

Mad ras and Soutliorn Mahratta 

Nortli Western 

Rohilkund and Kuinaon 
South Indian .... 


No. of nio tin^s liold 
thirhi^? 1926-27. 


a 

{ 2 Gorakhpur. 

8 Muzaffarpur. 


11 

4 






10 Calcutta. 

3 Cawnpore. 
3 Tjucknow. 


{ 

{ 


I 1 Boinbay. 
4 Nagpur. 
6 

II I^ahore. 

4 KaiTichi. 

1 

4 


The subjects di.scussed at meetings of these Committees were many and 
varied indicating the increasing value attached by the public to this scheme 
for bringing Railway Administrations into closer touch with their clients. 
Of the many subjects discus.sed the following may be mentioned as typical : — 
Overcrowding in trains. 

Alterations in time tables. 

Arrangement for the provision of refreshment and drinking water for 
passengers. 

Remodelling and improvements to stations. 

Facilities for 3rd class passengers. 

Reduction in fares. 

Concessions in fares. 

Rates for goods traffic. 

Opening of new stations. 

Construction of branch and feeder lines. 

Electrification schemes. 

Design of railway carriages. 

Sanitary arrangements in lavatories of 3rd class carriages. 

Settlement of claims. 

Passengers travelling without tickets. 
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12. Rates Advisory Committee. — In their terms of reference the 
Acworth Committee were directed to report inter alia “ whether the present 
system of control by Government of rates and fares and the machinery for 
deciding disputes l^tween railways and traders are desirable ” The Com- 
mittee recommended the establishment of a Rates Tribunal to adjudicate 
upon disputes between railways and the j^ublic in the matter of rates and 
fares levied by the former. After careful consideration it was decided, with 
the sanction of the Secretary of State, to set up a Rates Advisory Committee 
consisting of a President, one Member representative of Commercial interests 
and one Member representative of Railway interests. The Committee were 
accordingly appointed with effect from the 1st April 1926 to investigate 
and make recommendations to Government on the following stibjects ; — 

(1) Complaints of undue preference (Section 42 (2) of the Indian Rail- 

ways Act, 1890). 

(2) Complaints that rates are unreasonable in themselves. 

(3) Complaints or disputes in respect of terminals (Section 46 of the 

Railways Act). 

(4) The reasonableness or otherwise of any conditions as to the packing 

of articles specially liable to damage in transit or liable to 

cause damage to other merchandise. 

(5) Complaints in respect of conditions as to packing attached to a 

rate . 

(6) Complaints that Railway Companies do not fulfil their obligations 

to provide reasonable facilities under Section 42 (3) of the 

Indian Railways Act. 

Sir Narsinha Sarma, lately Law Member of the Executive Council of 
the Governor General, agreed to serve on the Committee as President and 
Mr. S. D. Manson, Director of Trafhc with the Railway Board, was appointed 
as a Member to represent railway interests. As regards the Commercial 
representative it was decided to select one for individual investigations from 
a panel consisting of members nominated by the various Chambers of Com- 
merce and Trades Associations. 

It was first laid down that applications for a reference to the Committee 
should be addressed to the Agent of the Railway concerned with a deposit 
of Rs. 100 and that within 3 months of the receipt of such application the 
Agent of the Railway should prepare a statement of the case and submit it 
with his observations thereon to the Secretary to the Railway Board. In 
the light of the experience gained and upon the recommendation of the Rates 
Advisory Committee the Government of India reviewed the above procedure 
and decided that in future applications should be submitted direct to the 
Government of India, Railway Department, copies being forwarded to the 
Agent of the Railway concerned, that the deposit of Rs. 100 be reduced to 
Rs. 10 and that the [)eriod of 3 months allowed to the Agents of Raikways 
for the submission of the statement of their case be curtailed to 2 months. 
The revised procedure was introduced with effect from the 24th January 1927. 

Complaints made for submission to the Committee were slow in coming 
in, but by the end of March 1927, 15 cases had been submitted, out of which 
six had l^en referred to the Committee. On one of them their recommenda- 
tions were received by the Government of India before the close of the year. 

13. Meetings with Agents and visits to Local Ck»vernnients and 
Railways. — General meetings with the Agents of the principal railways 
were held by the Railway Board in October 1926 at Sinila and in March 1927 
at Delhi for the purpose of discussing important subjects. Individual visits 
were also paid to the Board during the year by several Agents. In addition 
42 visits were paid by the Chief Commissioner, Financial Commissioner or a 
Member of the Board to headquarters of railway administrations and 9 to 
Local Governments. The tours of the Chief Commissioner, linancial 
Commissioner and Members are notified beforehand in the public press as 
well as to Local Governments, Chambers of Commerce and other public 

A 2 
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bodies. In this way opportunities are given for formal and informal dis- 
cussions of railway matters and the Railway Board are able to keep in close 
touch with T.,ocal Governments and the public. 

14. Medical and Sanitary Arrangements on Indian Railways. — It 

was mentioned in last year’s report that Colonel Needham’s report on the 
medical and sanitary arrangements on the North-Western Railway had been 
received and was under consideration of the Railway Board. The sanction 
of the Secretary of State to the scheme has been obtained and it will shortly 
be put into operation. The question of introducing' similar arrangements 
on the Rastern Bengal Railway and Ondh and Rohilkhand Section of the 
East Indian Railway is under consideration. 


The Standing Advisory Committee of Medical Officers have submitted 
reports on the following .subjects which were referred to them : — 

(1) The adoption of uniform procedure in connection with Standards 

of Vision, Eye sight testing, etc., for different classes of staff, 

(2) The standards of Physical fitness required in officers and subordi- 

nates, 

(3) Procedure for giving sick and fit certificates, 

(4) Standardisation of accident equipment of all kinds, 

(5) Organisation for “ First Aid ” Ambulance Training and certi- 

fication. 


(6) Organised medical inspection for big melas 
and the reports are under the consideration of the Railway Board. 

It may also be mentioned that the Railway Board have now introduced 
regular monthly statistics showing tlm incidence of sickness among subordi- 
nate staff on Class I Railways as compared with the corresponding month 
of the previous year. These statistics are printed and circulated to Railway 
Administrations. 

15. Clearing Accounts Office. — On the results of an experiment carried 
out in 1925 on the North-Western Railway with the object of dcTnonstrating 
that grouped divisions of traffic could be effected on the basis of ton mileage 
carried on each railway under particular commodities at particular rates tlie 
Railway Board decided that a thorough investigation should be made of the 
possibilities of establishing a Central Office for the apportionment of through 
traffic between railways on grouped divisions of such traffic. And for this 
purpose an officer was placed on special duty early in December 1925, who- 
in the course of his investigations, discovered a new method of much greater 
simplicity for apportioning the traffic- 


The new method utilises the Hollerith or Powers Machines to apportion 
the earnings among railways. The detailed procedure is too technical and 
complicated to be described here. 

The working of the new method has been fully examined and Govern- 
ment are convinced that the establishment of a Central Office for the check 
and apportionment of traffic under the revised method will make for increased 
efficiency and economy. 


A demonstration of the working of the machines was witnessed by Mem- 
bers of the Standing Finance Committee for Railways in June 1926 who- 
expressed themselves satisfied with the working of the machines. 


The Clearing Accounts Office will undertake the internal check of the 
returns from stations of State-worked railways in respect of all through 
traffic of such railways. It will, in addition, undertake the apportionment 
of all traffic interchanged between State-worked Railways. This apportion- 
ment will be done under the revised method. It will also be responsible 
the apportionment of all traffic interchanged with the Company- worked 
Railways, which, under the existing procedure, the State-worked Railwava 
are responsible to clear. All such work will, for the present, be performed 
under existing methods in order that the Comp any- worked Railways may 


Burma Railways. 
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receive the same returns as they do at present. From enquiries that have 
been made it is hoped, however, that some at least of the Companies will 
desire to receive returns in the modified forms with the traffic apportioned 
under the new method. 

As a matter of convenience the Clearing Accounts Office has been en- 
trusted 'with all work relating to the check and apportionment of traffic on 
State-worked Kailways which is paid for by Government Departments and 
the recovery of all dues from such Departments. 

The question of extending the fimctions of the Clearing Accounts Office 
to include the preparation of certain classes of statistics and the adjust- 
ments of certain classes of expenditure is also under consideration. 

The present cost of the work transferred to the Clearing Accounts Office 
compared with the cost of performing the same work in the latter office shows 
that a substantial saving in expenditure will be secured immediately. As 
Company-worked railways agree to accept the application of the new method 
of apportionment of traffic, the saving will increase. 

In view of the probability that the Clearing Accounts Office will even- 
tually undertake work not entirely of an accounts nature, the new office has 
been placed under the administrative control of the Financial Commissioner, 
Railways. In this respect its constitution will be similar to that of the 
Accounts Department of the East Indian Railway. These arrangements 
are in the nature of an experiment subject to a final decision on the general 
question of the desirability of separating Accounts from Audit on Indian 
Railways- A temporary audit office has been constituted in order to con- 
duct, on behalf of the Auditor-General, an audit of the work performed in 
the Clearing Accounts Office. 

The new offices, viz., the Clearing Office and the Statutory Audit Office 
attached thereto were opened on the 18th December 1926. 

16. Investigation into the present form of Railway Accounts In 

paragraph 131 of their report the Acworth Committee proposed that the 
present form of railway accounts should be examined and reported on by 
experienced railway accountants conversant with modern j^ractice in England 
and America, and this recommendation was supported on more than one 
occasion by the Standing Finance Committee for Railways. The Govern- 
ment of India, after consultation with the Auditor-General, accepted this 
recommendation and a rrangements were accordingly niadev^with -Messrs. 
Price Waterhouse and Cbnipany for the engagement of Sir Arthur Lowes 
inSEmson^'Tately a senior jjartner of the firm, with two assistants of the 
hrni, experienced in English and American methods of railway accounting 
to help him to iiiyestigate J,he whole S 3 'stem of railway accounting and to 
make proposals Lor its revrsiou. Sir Arthur Dickinson and his assistants 
arrived in India in November 1926 and commenced their examination of the 
procedure oii Tndrah Railways, in accordance with the following terms 
of reference : — 

1. To examine and report fully on the system of accounting and audit,. 

in respect to all classes of both Capital and Revenue receipts 
and expenditure, in force on the State-worked Railways and to 
make recommendations for revised and improved methods (a) 
with the aim of a better presentation of the commercial results, 
(h) for earlier preparation of the accounts and (c) for their 
compilation in their various details in forms that will best assist 
the executive and administration to secure efficiency and economy 
in working. 

2. To examine and report particularly on the system in force on State- 

worked Railways in the following matters and to make recom- 
mendations thereon : — 

iq) the system of accounting in the Workshops and the preparation 
of cost accounts ; 

(ft) the system of accounting for the expenditure and out-turn of 
railway collieries; 
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(c) the system of stores accounts; 

(i) the recommendations should contain proposals for a system 

of cost accounts for Workshops with special reference — 

(1) to assisting the administration to exercise proper con- 

trol over unit and aggregate costs and effecting eco- 
nomies in all operations of the shops; 

(2) to devising a method for determining the proper cost 

of articles manufactured in the shops; 

(ii) the recommendations in regard to colliery accounts should 

contain detailed proposals for the pricing of the output 
of the collieries. 

(Hi) the recommendations in relation to stores accounts should 
deal inter alia with (a) the pricing of the balances held 
in stock, (b) the issue price of stores. 

3- (a) To consider and report on the feasibility of the preparation of 
a proper Annual Balance Sheet and Profit and Loss Accounts 
for individual railways; for separate organisations, such as col- 
lieries; and for the whole of the receipts and expenditure of 
the Government of India relating to Railways ; 

(b) to advise as to the forms to be adopted for the Balance Sheets 
and Profit and I.oss Accounts if the preparation of such is 
recommended. 

4. To consider and report on the form of-the various accounts rendered 

by Railway Administrations to the Accountant-General, Rail- 
ways, and to make recommendations thereon. 

5. To consider and report on the experimental system in force on the 

East Indian Railway of the separation of accounts from audit 
and to make recommendations thereon. 

6. To examine and report on the methods now in process of adoption 

for the establishment of a Railway Clearing House, and to 
make recommendations thereon. 

7. To examine and report on the methods in force for the pre|)aration 

of statistics; to suggest itriprovements therein, where possible; to 
examine the statistics now prepared with a view to eliminating 
any that may be superfluous, or to suggesting additions of 
value; having regard to the purposes for which alone statistics 
are required, viz.: ^ 

(i) to assist the administrative and executive officers in the efficient 
management and operation of the railways; 

(ii) to enable the Railway Board to watch and control the manage- 
ment and operation of the railways in the direction of effi- 
ciency and economy ; 

(Hi) to furnish the Government of India and the Auditor-General, 
with such information and returns as are required by them. 

8. To examine and report on the advisability of the more extended 

employment of machines in the Accounts, Audit and Statistical 
offices of railways and to make recommendations thereon. 

9. To report upon any other matters arising out of the investigations 

and pertinent to the above specific terms of reference. 

Sir Arthur Dickinson completed his investigations in India and returned 
to England to compile his report in March 1927. 

17. Abolition of the Standing Committee of Chief Engineers. — 

Mention was made in last year’s report of the constitution of a Standing 
Committee of Chief Engineers of Class I Railways, and of Sub-Committees. 
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functioning under it^ to deal in detail with subjects in connection with (1) 
permanent-way, (2) bridge-work and (3) signalling and interlocking, respec- 
tively. Early in 1926, however, the Indian Railway Conference Association 
decided to carry out a scheme of reorganisation which included the formation 
of Engineering and Mechanical Engineering Sections, with an Advisory 
Committee in each Section to assist the Association in dealing with technical 
matters. This scheme the Railway Board heartily endorsed, as foreshadow- 
ing a more intensive and useful study of the technical problems of Indian 
Railways, and in June 1926 the Board dissolved the Standing Committee 
of Chief Engineers, as they considered that most of the functions entrusted 
to that Committee could be usefully and effectively carried on by the Engi- 
neering Section of the Indian Railway (Conference Association. 

18. Standardization Committees. —The Railway Board decided, 
however, to retain under their direct control the Sub-Committees previously 
functioning under the Standing (Committee of (Chief Engineers. These Com- 
mittees are now designated the d’rack Staiulards Committee, the Bridge Stand- 
ards (Committee and the Signal and Interlocking Standards Committee, 
respectively, the last named having been constituted early in July 1926, A 
brief record of their activities, during the year under review, is given below. 

19. Railway Board’s Policy of Standardisation.— The Railway Board’s 
declared policy aims at establishing and maintaining standard designs and 
specifications for all technical ecpiipment on Indian Railways. I'hese stand- 
ards are adopted on the State-managed Railways, and in certain cases are- 
prescribed for the Company-managed Railways also. In cases where they 
are not made obligatory, it is expected that (Company-managed Railways 
will find it commercially advisable to use them, in view of the facility and 
£*cononiv in manufacture Avhich result from the adoption of standard designs. 
The policy, which has been adopted, is that of progressive standardization 
as a continuous process; and the dangers of stereotyping and stagnation are 
guarded against by the constitution of the above-mentioned permanent Stand- 
ing Committees for each branch of railway equipment. ’I'hese Committees, 
as already stated, work under the direct control of the Railway Board, who 
arrange for the continuity of their work and for the necessary measure of 
co-ordination between the work of the various Committees. The personnel 
of the Committees is selected by the Railway Board from time to time, and 
meetings are convened at headquarters for varying periods whenever 
any subject connected with standardization has to be investigated. Standard 
designs and specifications are submitted to the Railway Board and, if 
approved by them, are issued with their authority ; suggestions for modifica- 
tions and improvements in standards, arising out of experience in their use, 
are dealt with by the appropriate Committee in eacli case and subsequently 
embodied in the Standards, if accepted by the Railway Board on the advice 
of the Committee. 

20. Track Standards Committee. — As mentioned in last year’s report, 
the Track Standards Committee entered on its second session in February 
1926, and continued to sit till the middle of May 1926. The most important 
questions dealt with at this session were the preparation of standard designs 
of (1) points and crossings and (2) cast iron and steel sleepers, for 5 ' 6 " 
gauge railways. The Committee’s recommendations as regards points and 
crossings have been accepted provisionally, but before the designs are adopted 
as standard, it is considered necessary to trj^ them under actual traffic con- 
ditions. Arrangements have accordingly been made for the manufacture of 
a certain number of trial sets for this purpose. 

The Committee’s designs for cast iron and steel sleepers are still under 
consideration. 

At their third session, which lasted from the l-lth February to the 12th 
March 1927, the Committee dealt with the standardization of metre gauge 
points and crossings, and the preparation of standard specifications for cast 
iron plates, tie-bars, gibs and cottars for sleepers, as well as with other 
track questions. The Committee’s recommendations are under consideration. 
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21. Bridge Standards Committee. — Reference was made in last year’s 
report to the recommendations made by the Bridge Sta,ndards Committee, as 
the result of their 192.5 session, regarding the revision of the general formula 
for “ impact ” in the case of girder bridges on 5' 6" gauge railways, and 
regarding the revision of the old Bridge Rules. After considering the Com- 
mittee’s recommendations and the opinions and criticisms of Railway Admi- 
nistrations, Senior Government Inspectors, the Consulting Engineers to 
the Secretary of State and the High Commissioner for India, the Railway 
Board have issued the Revised Bridge Rules of 1926 governing the design 
of, and the loads permissible on broad gauge railway bridges. The most im- 
portant alteration, which it has been found possible to make in the old rules, 
is that as the result of prolonged experiments and careful analysis of results 
the allowance to be made for the impact effect of a moving load running 
over a girder at high speed has been appreciably reduced in the case 
of 5' 6" gauge railways. The effect of this has been that many existing 
girders, which would have required renewal under the old rules, can be kept 
in use; that some existing girders, over which the speed of trains has been 
restricted in the past, will be permitted to take the same train-loads without 
restriction of speed in future; and that in other cases greater loads, than 
were permissible under the old rules, will be permitted to run at unrestricted 
speed over the existing girders. Moreover, all new girders will be lighter, 
and therefore cheaper, than would have been necessary if this change had not 
been found possible. 

It is not possible to assess the value of this advance in the study of the 
subject of bridge stresses and bridge design but it is certain that while safety 
is amply provided for under the new formula, there will be great economies 
both in now construction and also in the renewal programme on existing lines. 

The Bridge Standards Committee carried out experiments during the 
year on metre gauge railways in India, and considered the results of these 
experiments at their session in March 1927. They have submitted their 
recommendations on the impact formula to be adopted for metre gauge 
girders, but have suggested that further tests should be carried out for the 
purpose of confirming the conclusions arrived at from the results of the 
preliminary tests. This suggestion has l>een accepted and certain metre 
gauge railways have been asked to carry out the necessary tests. 

Another important work of the Bridge Standards Committee deserves 
mention. In February 1927 this Committee, with the assistance of the Indian 
Stores Department, made a tour of inspection of the workshops of the more 
important bridge girder building firms in Bombay and Calcutta, and sub- 
mitted a detailed report on the manufacturing capabilities of each of the 
workshops visited. This report has been ciriailated to all Railway Adminis- 
trations, who thus have valuable information as regards bridge building 
facilities in India. It is of value to record that great improvements have 
been made in the last few years in the standard of workmanship in Bridge 
building workshops in India- 

22. Signalling and Interlocking Standards Committee — The Signal- 
ling and Interlocking Standards Committee was constituted in Julv 1926, 
and held its first session in September of the same year. The most’ important 
.subjects dealt with were the revision of the existing rules for the design and 
inspection of signalling and interlocking, the framing of rules for electrically- 
operated and power-operated points, and the framing of rules and regula- 
tions for the installation, maintenance and working of single line and double 
line block instruments. The Committee’s recommendations, with regard to 
rules for block instruments, have been accepted and suitable rules have been 
drafted for issue to Railway Administrations. Their recommendations, 
regarding the revised rules for signalling and interlocking and the proposed 
new rules for ])ower-oporated noints, are under consideration and it is hoped 
to issue these rules also in the near future. In addition to these matters, 
the Committee have taken in hand the standardization of signal equipment 
and fittings on Indian Railways, and are continuing in this connection the 
work that has been done in the past by a similar Committee of the Indian 
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Railway Conference Association. The Committee held a second session in 
February 1927, and the most impKDrtant subjects then dealt with were the 
framing of suitable rules for the isolation of through running lines at stations, 
and the standardization of systems of signalling and interlocking for stations 
of all classes. As a result of the Committee’s recommendations, the Railway 
Board have arranged to issue, in the near future, definite rules governing 
the isolation of running lines at stations. The Committee’s recommendations 
regarding standardization of systems of signalling and interlocking are still 
under consideration. 
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CHAPTER II. 

FINANCIAL RESULTS OF THE YEAR’S WORKING. 


23. The principal results of the working of railways are summarised in 
the table below : — 



Class I Ridlways. 

Other Railways. 

Total of all Railways. 

1 

f 1925-26 

34,696 

3,888 

38,679 

(f) Total route mileage ^ 

) 

\ 



open for traffic. 1 

(.1926-27 

35,132 

3,917 

39,049 

1 

ri925-26 

564,708,000 

*34,436,800 

*599,144,800 

{it) Number of passengers ^ 



originating. < 

(1926-27 

570,726,100 

33,645,700 

1 

604,371,800 

i 

1925-26 

19,512,534,000 

*819,218,000 

*20,331.752,000 

{tit) Number of passenger -< 

\ 

1 


miles. ( 

1926-27 

19,603,413,000 

762,837,000 

20,366,250,000 

f 

{it^) Tons originating . -I 

j" 1925-26 

76,416,000 

*3,443,000 

*79,859,000 

!. 1926-27 

82,080,000 

3,753,000 

85,833,000 

{v) Number of ton miles . | 

' 1925-26 

1 

1 

19,661,723,000 

238,295,000 

19,900,018,000 

[.1926-27 

20,103,214,000 

271,465,000 

20,374,679,000 


* Revised tigures. 


24. Trade Review. — The monsoon of 192(J was marked by weakness in 
the month of June but it showed a greater activity than usual in the succeed- 
ing 3 months. Averaged over the plains of India, the monsoon rain was in 
excess by 7 per cent. During the retreating period, the rainfall was gener- 
ally in large defect except in Burma and in the Eastern part of Central 
India where it was excessive. Thus the season did not, on the whole, turu 
out to be as favourable as seemed likely at the earlier stage. 

Exi>orts . — Exports of Indian merchandise showed a decrease of Rs. 74 
crores or 19 per cent., the value falling from Rs. 375 crores in 1925-20 to 
Rs. 301 crores in 1926-27. The cotton crop of the year was short and abnor- 
mally late, and the character of the crop was reflected in the exports of raw 
cotton which fell from 745,000 tons valued at Rs. 95 crores in the preceding 
year to 569,000 tons valued at Rs. 59 crores. But the value of cotton manu- 
factures exported showed an increase of Rs. 110 lakhs due chiefly to in- 
creased shipments of cotton yarn and piece goods. The outturn of the juto 
crop was 21 per cent, higher than that of 1925 and the exports of raw jute 
during 1926-27 consequently increased by 60,000 tons to 708,000 tons, 
though lower prices brought about a decrease of Rs. 11 crores in value. The 
yield of wheat crop of 1925-26 which was mostly moved during 1926-27 was 
less than that of the preceding year by 2 per cent, and the exports fell from 
212,000 tons in 1925-26 to 176,000 tons in 1926—27. The production 
of rice was also less than that of 1925-26 by 4 per cent, and the exports 
fell by 514,000 “^tons to 2,034,000 tons. The yield of winter oilseeds 
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(rape, mustard and linseed) was much less than that of the v^’eceding 
year and the exports registered a considerable decrease. The tea industry 
had another good year and the exports increased from 3‘iO to 349 millioii 
tons. The exports of lac rose by 52,000 cwts. in quantity but decreased in 
value by Rs, 42 lakhs. 

Imports . — Imports of private merchandise increased by Rs. 5 crores to 
Rs. 231 crores, the larger increases being in sugar ( + Rs. 3^ crores), artificial 
silk ( + Rs. 2 crores) and raw cotton ( + !^. 1^ crores). Bombay mills used to 
a greater extent foreign cotton, the imports of which amounted to 45,000 
tons valued at Rs. 5 crores in 1926-27 as compared with 17,500 tons valued 
at Rs. 3§ crores in 1925-26. There were, however, decreases in the imports 
of railway plant and rolling stock (Rs. —1-73 crores), Iron and Steel 
(Rs. —1-33 crores), Machinery (Rs. -1-27 crores) and mineral oils 
(Rs. — 1T6 crores). The visible balance of trade in mercliandise and treasure 
in 1926-27 was Rs- 40 crores in favour of India as compared with Rs. 109 
crores in 1925-26. 

25. Financial results of working. — The following table exhibits the 
financial results of working the railways in 1926-27 as compared with the 
year ,1925-26. It relates only to the transactions of those railways with 
which the Central Government is directly concerned ; — 

(Fi^uvoK ill thout^ands.) 


(i) 

{ a ) GrosvS Earnings 

1925-26. 

Rs. 

0! 1, 7 0,00 

1926-57 

Rs. 

99,03,98 


(6j Surplus profits from subsidised 
companies .... 

■35,07 

39,72 


(c) Interest on Depreciation and 
Reserve Funds 

53,77 

63,92 


{ d ) Other Miscellaneous Railway 
Receipts .... 

0*6 

4,75 


Total Reckipts 

1,00,59,50 

1,00,12,37 

{ ii ) 

(a) Working expense.s (excluding 




Depreciation) 

53,75,08 

53,51,14 


(6) Depreciation .... 

10,66,88 

10,88,58 


{ c ) Surplus profits paid to Com- 
panies ..... 

r— 1 

1,65,56 


{( 1 ) Tiand and Subsidy to Companies . 

4,38 

5,21 


(e) Interest ..... 

24,81 ,12 

25,86,70 


(/) Miscellaneous Railway Expendi- 
ture .... 

20.28 

65,52 


Total Expenditure 

91,31,10 

92,62,71 

{Hi) 

Net Gain .... 

9,28,34 

7,49,66 

{ iv ) 

(a) Contribution from railway to 
general revenues 

5,49,04 

6,01,13 


(6) Surplus railway revenue trans- 
ferred to Railway Reserve 
Fund ..... 

3,79.30 

1,48,53 


Total 

9,28.34 

7,49,66 


26. It will be observed from the foregoing table that the net gain to the 
Central Government from its railways in 1926-27 amounted to 7-50 crores, 
of which a little over 6 crores were appropriated to General Revenues and the 
balance was transferred to the Railway Reserve Fund. 

27. The net gain from the working of the State-owned railways in 
1926-27 fell short of the net gain in 1925-26 by 179 lakhs. This was due 
principally to enhanced interest charges amounting to 106 lakhs, to a decline 
in earnings of 66 lakhs and an increase in working expenses and other 
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charges amounting to 26 lakhs. The falling off in earnings was partly 
counterbalanced by an increase in miscellaneous receipts amounting to 
19 lakhs. 


28 . The decrease of 66 lakhs in gross earnings in 1926-27 is chiefly 
due to a falling off in earnings from the Bombay, Baroda and Central India 
Railway (90-60 lakhs), Burma Railways (31-13 lakhs), Bengal Nagpur Rail- 
way (17-70 lakhs), and East Indian Railway (14-60 lakhs), set off partly by 
increases in earnings on the Eastern Bengal Railway (43-25 lakhs). North 
Western Railway (28-31 lakhs) and Assam Bengal Railway (11-77 lakhs). 
The decrease on the Bombay, Baroda and Central India Railway is due 
mainly to the decline in passenger earnings (17-43 lakhs) and earnings from 
general merchandise (55-43 lakhs) on the Broad Gauge. The decrease on the 
Burma Railways is accounted for by serious interruptions to traffic caused 
by floods during the year and a fall in the total imports and exports of the 
province as compared with 1925-26. On the Bengal Nagpur Railway the 
decrease is attributable to the labour strike Avhich occurred during the last 
two months of the year, lasting for abovit four weeks. The decrease on the 
East Indian Railway is not entirely real, as the figures of 1925-26 include 
the Allahabad-Jubbulpore Section (42 lakhs) for the first six months of the 
year. Eliminating this figure, there is an actual increase in 1926-27> in 
the gross earnings of the East Indian Railway. The increase in earnings on 
the Assam Bengal and Eastern Bengal Railways is principally due to the 
bumper jute crop and on the North Western Railway to the carriage of more 
wheat traffic. 


29. The working expenses for all State owned railways were less by 
2-24 lakhs or -03 per cent, than the previous year. General administration 
expenses increased by 29-93 lakhs due to additional staff employed on new 
lines opened during the year and to annual increments to the staff with the 
consequent higher payments for Provident Fund bonuses. The expenditure 
under Repairs and Maintenance and Operation shows a saving of 82-23 lakhs 
made up as follows : — 


Increase -}- 
Decrease — 


Lakhe. 


Repairs and Maintenance ...... -f 98*62 

Fuel -168*76 

Other operating expenses ...... - 12*09 

The increase in repairs and maintenance is mainly due to more exten- 
sive repairs to way and works and rolling stock and the saving in fuel charges 
is due partly to a fall in the price of coal (75-95 lakhs) and to economy in 
fuel consumption (92-81 lakhs). The reduction in other operating expenses 
is partly due to the lower gross earnings of the year and partly to the econo- 
mies effected in operating charges, principally payments of compensation 
for goods lost or damaged. 

On some of the larger railways there were appreciable increases in the 
working expenses. The reasons for these are explained below. 

On the North Western Railway there was an increase of 74 lakhs but 
about 50 lakhs of this is due to the lower workshop charges of the previous 
year due to the labour unrest that occurred in that year. The remainder of 
the increase is due to a higher standard of track maintenance, and to larger 
payments on customs duty charges and gratuities to retiring employes. 

The increase on the Madras and Southern Mahratta Railway (11 lakhs) 
is due chiefly to heavy expenditure on the regirdering of certain bridges, 
more extensive repairs to engines and boilers and to passage allowances for 
1924-25 and 1925-26 being paid in 1926-27. 

The increase of about Rs. 9 lakhs on the Burma Railways is the result 
of the extensive damages caused to the railway by floods. 

A word of e:^lanation is necessary in regard to the i.ncrease of 39-26 
in Miscellaneous Railway Expenditure. This increase is largely due to the 
inclusion under this Head (^ lakhs) of the purchase price of the Arakan 
Light Railway, vide Chapter III, paragraph 61 of this report. 
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30 * The following table compares the working expenses of 1925-26 with 
1926-27 under the Major Heads for which grants are voted by the 
Assembly : — 

(Figures in thousands.) 



198&.2*'. 

1986-27. 

Difference. 


Rs. 

Rs. 

Rs. 

1. General Administration 

12,77,08 

13,07,01 

-1-29,93 

2. Repairs and Maintenance and 
Operation 

44,64,54 

43,82,31 

- 82,23 

3. Appropriation to Depreciation 
Fund .... 

10,66,88 

10,88,58 

+ 21,70 

Totat. 

68,08,50 

67,77,90 

- 30,60 

Deduct worked lines and Sus- 
pense .... 

3,66,54 

3,38,18 

- 28,36 

Total Working Expenses 

64,41,96 

64,39,72 

- 2,24 


The increased expenditure under General Administration is due to extra 
staff employed on new lines opened during the year and to annual increments 
to the staff, with the consequent larger payments on account of provident 
fund bonus. The saving under the head “ Repairs and Maintenance and 
Operation ” is mainly due to a fall in the price of coal and to a reduction 
in the quantity of coal consumed. The increase under Depreciation Fund 
is due to increased Capital Expenditure on which the contribution to the 
Depreciation Fund had to be calculated. 

31 . The contribution of Rs. 6,01,13,000 to General Revenues is arrived 
at as below : — 


thousands 

Rs. 


99,44,69 

30,16 

20,96 


(Based on actuals of penultimate year 1924-25.) 

(Figures in 

1. 1 per cent, on Capital of 5,80,75,63 at charge — Commercial 

lines ........... 

2. {i) Receipts — 

Gross traffic reeeiptvS — Commercial lines 
Subsidised Companies — Share of surplus profits 
Interest on Depreciation and Reserve Fund balances 

{ii) Charges — 

Working expenses — Commercial lines .... 60,95,02 

Indian States and Railway Companies’ share of surplus 

profits ......... 1,42,28 

Land and Subsidy ........ 3,09 

Interest — 

On Capital at charge — Commercial lines . . 20,00,21 

On Capital contributed by Indian States and Com- 
panies . . . . . ... . . 2,67,16 

Miscellaneous Railway Expenditure .... 13,10 

Contribution at 1 per cent, on Capital at charge — Com- 
mercial lines ........ 5,80,76 


{Hi) Surplus ......... 

{iv) Contribution of one-fifth of surplus .... 

3. (t) Total contribution from railway revenues 1 phis 2 {iv) 

Deduct — Loss on strategio lines — 

{i) Interest on Capital of 26,86,77 . 

{it) Loss in working . • . . . 

{Hi) Net payment due from railway to General 
Revenues in 1926-27 . . . . 


1,22,77 

36,69 


of rupees. > 

Rs. 

5,80,76 


99,95,81 


91,01,62 

8,94,19 

1,78,83 

7,69,69 


1,58,46 

6.0143 
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(J^igures in thoueandfl of rupees.) 

Bs. Bs. 

4. Add ^ of excoHS over 3 crores of surplus in 1926-27 arrived 
at ns follows : — 

(i) Total receipts (includiug Government share of 
surplus profits from subsidized companies and 
interest on Depreciation and Reserve Fund 

balances and other miscellaneous receipts) . . 1,00,12,37 

(j'r) Total charges (including surplus profits paid to 
companies, interests and other miscellaneous 

charges) ........ 92,62,71 


(Hi) Total gain from Railways during 1926-27 . . ... 7,49,66 

(iv) Excess of gain over contribution 4 (Hi ) — 3 (Hi) . ... 1,48,63 

(r) Contribution equal to ^ of excess over 3 crores . ... Nil 

6. Total contribution to General Revenues during 1926-27, 3 (Hi-) 

plus 4 (v) 6,01,13 


32 . The return during 1926-27 on the capital at charge of the State- 
owned lines was 5-05 per cent., or -26 per cent, less than that of 1925-26. 
This was due, as has been explained in the foregoing paragraphs, to a falling 
off in earnings and to enhanced interest charges. The return during 1926-27 
presents, however, a fair comparison with the returns of previous years, 
which are respectively 2-64, 4 38, 5-24, 5-85 and 5-31 per cent, during the 
last five years ending with 1925-26. As explained in paragraph 27 of the 
last year’s report, the percentages are those calculated on the Capital at 
charge of both Commercial and Strategic Railways and if the Capital at 
charge of the latter, which are unremunerative, is eliminated, the return on 
the Capital at charge of Commerical lines alone will show better results. 

33 . The table below gives the eomparison of the amounts charged to 
working expenses on account of depreciation and the amounts actually 
expended on Replacements and Renewals during 1925-26 and 1926-27, on the 
various State-owned railways : — 


(Kijfure* in thou.sands of rupees). 


Hailwayw. 

Credit to 
I)epreci»tion 
Fund by debit 
to Revenue on 
account of 
depreciation 
in 1926-26. 

Aiuourt ipent 
on Replace- 
ment# and 
Renewals and 
charged to 
Depreciation 
Fund in 
1925-26. 

Credit to 
Depreciation 
Fund by debit 
to Revenue on 
account of 
depreciation 
in 1926-27. 

Amount spent 
on Replace- 
ments and 
Renewal# aud 
charged to 
Depreciation 
Fund in 
1926-27. 

State Lines worked by State. 





North Western ..... 

Eastern Bengal .... 

East Indian . . 

Great Indian Peninsula .... 

•2,28,09 

75,73 

1,92,43 

1,45,96 

1,62,20 

36,05 

1,81,28 

1,08,19 

2,10,48 

77,28 

1,99.27 

1,61,56 

1,93,37 
52 26 
1,66,42 
1,02,09 

State Lines worked by Companies, 





Bengal Nagpur ..... 

Bombay, Baroda and Central India . 

Burma ..... 

Madras and Southern Mahratta 

South Indian 

Oiher Railways 

1,09,54 
1,09,86 
42,95 
74,02 
47,? 6 
46,05 

42,02 

1,16,86 

41,62 

85,35 

48,22 

26,71 

1,14,48 

1,16,12 

43,25 

82,06 

49,71 

44,42 

28,08 

99,69 

40,67 

59,53 

38,83 

23,82 

Total 

- 10,66,88 

7,98,40 

10,88,58 

8,04,65 


34 . An analysis of the financial results of the working of the railways 
owned by the State for the last three years is given in the statement below, 
by each railway. 










(Fignres in thoui4nd8 erf Bnpce«.) 
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♦ lacluded with East Indian Railway. 







(Figures m tbomtpdg of ra]>e6t). 
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35. With the exception of the Eastern Bengal, Great Indian Peninsula 
and South Indian Railways, the financial results of working the State-owned 
railways in 192G-27 are less favourable than those of 1925-26. 

The gain on the Eastern Bengal Railway constitutes a record in the 
history of that railway. The gain to the State from the working of that 
railway during 1926-27 amounted to Rs. 70-21 lakhs against Rs. 10-09 lakhs 
in 1925-26, and has exceeded the most successful year prior thereto, viz., 
1913-14, when the gain to the State amounted to Rs. 40-75 lakhs. This 
satisfactory result is mainly due to the increase in earnings (43-25 lakhs) 
owing to the bumper jute crop and to ec'onomies effected in working expenses. 
The Great Indian Peninsula and the South Indian Railways show a net 
gain of 24-03 and 6-53 lakhs respectively. On the former railway the result 
was due chiefly to the large reduction in fuel oharges. 

The working of the Bengal Nagpur Railway resulted again in a loss 
to the State of 40-46 lakhs during 1926-27, which however is less than that 
of 1925-26 by Rs. 6-14 lakhs. The Railway Board are fully alive to the 
necessity for taking all possible means for the development of the net earn- 
ings of this railway. 

The loss to the State on the North Western Railway during 1926-27 
taking Commercial and Strategic sections together is Rs. 43-67 lakhs. On 
the Commercial Sections alone, there is a net gain of Rs. 120-93 lakhs. 

36. Analysis of earnings. — Of the total earnings on all Railways of 
Rs. 1,12-36 crores, Rs. 65-36 crores or 58-2 per cent- were from goods traffic, 
Rs. 38-13 crores or 33-9 per cent, from passenger traffic and Rs. 8-87 crores 
or 7-9 per cent, from parcels, luggage and miscellaneous earnings. 

Passenger earnings - — Passenger earnings showed a decrease of 3-44 per 
cent, from Rs. 39-49 to Rs. 38-13 crores. The following table shows the 
numbers of and earnings from passengers separately for each class for the 
4 years previous to the War and for the 6 latest years. Figures for season 
and vendors tickets are shown separately for the last 4 years and are also 
included in their respective classes. Graphs are also inserted showing the 
progressive increases in the number of passengers carried and passenger 
miles by classes from the beginning of the century. 



Nt MBK tt OF 

TASREKGF.Bfl CARRIED (iN 

Kaeninos 

FROM FASSFNGKBS (iN 



thousands). 



THOirsANDS OF 

rupees). 


Year. 





Season 





Season 


Ist 

ClnsH. 

2nd 

C'nss. 

Intel’. 

(4aH.s. 

3rd Glass. 

and 

Vendor's 

1st 

Class. 

2nd 

C ] ass . 

Inter. 

Class. 

3rd Class. 

and 

Vendor's 






tickets. 





tickets. 

1910 

(bS.u 


10,702 

316,839 

24,341 

68,82 

77,23 

94,99 

14.65,16 

16,86 

1911 

703 

2.047 

11,409 

331,055 

26,687 

P6,:18 

83,83 

1,08.88 

15,73,15 

36,8.5 

1912 

700 


10,508 

3.50,789 

26,810 

62,90 

83,.^l 

91.37 

17,01,86 

17,55 

1913-14 . 

7ir> 

3,253 

1 2,000 

390,412 

80,114 

68,94 

88,70 

1,03,48 

18.37,03 

19,36 

1921-22 

990 

6.020 

9,086 

4 75,489 

52.376 

1,38.47 

2.28,87 

1,45,11 

28,76,29 

41,58 

1922-23* 

807 

4,825 

7,985 

477.6,57 

55.605 

1,39,72 

2.11,77 

l.:!8.30 

32,20,86 

48,58 

I923 2I* 

i)l7 

3 980 

7,425 

4 85,412 

58,084 

1 ,29,80 

1.95,99 

1,37,88 

32,91,78 

61,70 

1924-26 . 

eu 

3,800 

7,992 

4 95.644 

64,592 

1,21,02 

1,85.51 

1,41,48 

33,73.71 

50,07 

1925-26 . 

603 

3 909 

9,135 

616,227 

50,297 

1,19.24 

1,82.74 

1.55,88 

34.30 47 

51 r>6 

192.1-27 

611 

4.167 

10,470 ' 

615,821 

58,638 

1.10,09 

1,81,99 

1,58,20 

33,02,12 

63,61 

1923-24t 

1.190 

10,128 

11,374 

541,622 

. . . 

1.31,17 

2.02.73 

1,41,10 

33..32.82 


1924-25t 

UlOl 

9,778 

12,201 

553,266 


1,22,93 

1,92,00 

1,48,01 

.34,12,46 

. . . 

1925-26t 

1,033 

9.901 

13.602 

674,608 


1,20.42 

1,89 42 

1,59.61 

34,76,64 

. ► • 

1926-27t 

1.012 

10,006 

14,945 

678.409 


1,17,78 

1.88,31 

i,ni,79 

33 44 63 



♦ Excludes the Mayurbbanj aud Parlakimedi Light Railways for which detailed information is not available, 
t The number of season aud vendor's tickets and their earnings included under the re»pcctive clatfsea j the former 
lit the rate of 60 single journeys per month. 

Note. — In previous reports the sum of the number of passengers carried on each sepai*ate railway has been shown 
as the total number of passengers carried on all railways. Passengers travelling over two or more railways have thus 
been counted as two ( r more passengers. The actual number of passengers carried on all railways is the same as the 
total number of passongrrs originating and this figure has been adopted for ♦number of passengers carried* in the 
present report. As the number of passengers originating is not available prior to iy23'24 the figures of previous years 
nave been adjusted. 

37. Reduction in Passenger Fares. — In last year’s report it was stated 
that the strengthening of the financial position resulting from the sopara- 
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tion of Railway from General 'Finances and tlie good years in 1923-24 
and 1024-25 enabled the majority of the railways to consider reductiojis 
in passenger fares. Consequently with effect from 1st January 1926 three 
railways (the Bengal Nagpur, East Indian and South Indian Railways) 
made certain reductions and the South Indian Railway made some further 
reductions from 1st February 1926. In the year under review the following 
further reductions took place : — 

Bombay, Baroda and Central India Railway . — With effect from the 1st 
April 1926 this railway reduced its 1st and 2nd class fares over 150 and 
upto 300 miles and inter class fares by mail or express trains for distances 
over 150 miles from 24 to 18, 12 to 9 and 6 to 5 pies per mile respectively 
(for inter class by ordinary trains the reduction was from 5 to 4 pies). 
3rd class fares for distances over 300 miles were reduced from 3^ to 3 pies 
per mile for mail trains and from 3 to 2f pies for ordinary trains. 

Great Indian Peninsula Railway . — With effect from the 1st April 1926 
this railway reduced its 1st and 2nd class fares for the first 300 miles from 
24 to 18 and 12 to 9 pies per mile respectively. From the same date 3rd 
class fares by ordinary trains were reduced as under : — 

Previous. Rcvi.ted. 


1-300 miles ... 4 pies 

i 1-160 miles .... 4 pies. 

301 and over . . 3| pies 161-300 miles . -3^ pies. 

* 301 and over . . . . i pies. 

North Western Railway. — With effect from the 1st April 1926 this 
railway reduced its 1st and 2nd class fares for the first 300 miles fi’oiu 24 
to 18 and 12 to 9 pies per mile respectively. From the same date inter and 
3rd class fares were reduced for distances over 50 miles from 5 to 4| and 
3.| to 3 pies respectively. This railway from the 1st February 1927 fur- 
ther reduced its 1st and 2nd class fares for distances over 300 miles from 
18 to 12 and 9 to 6 pies per mile respectively and its 3rd class fares for 
distances over 300 miles from 3 to 2 pies per mile. 

Burma Railways. — With effect from the 15th June 1926 this Raihvay 
reduced its 1st and 2nd class fares for distances under 300 miles from 24 
to 18 and 12 to 9 pies per mile respectively. From the same date its 3rd 
class fares by mail trains were reduced for first 300 miles from 4 to 31 pies 
per mile and for distances over 300 miles from 3^ to 3 pies per mile. Simi- 
larly by ordinary trains the reductions were from 4 to 31 pies pei’ mile for 
the first 300 miles and from 31 to 3 pies per mile for distances over 300 miles. 

Madras and Southern Mahratta Railway. — With effect from the 1st 
October 1926 this railway reduced its first and 2nd class fares for distances 
over 150 miles and up to 300 miles from 24 to 18 and 12 to 9 pies per mile 
respectively. From the same date 3rd class ordinary fares for distances 
over 50 miles and up to 100 miles were reduced from 3^ to 3J pies pei* mile. 

South Indian Railway. — With effect from the 1st Jaunary 1927 this 
railway reduced its 1st and 2nd class fares for distances over 150 and up 
to 300 miles from 24 to 18 and 12 to 9 pies per mile and 3rd class fares for 
distances over 50 miles from 3^ to 3 pies per mile. 

East Indian Railway effect from the 1st February 1927 this 
railway reduced its 1st and 2nd class fares for distances over 100 miles and 
up to 300 miles from 24 to 18 and 12 to 9 pies per mile respectively and for 
distances over 300 miles from 18 to 12 and 9 to 6 pies per mile. At the same 
time return tickets for 1st, 2nd and Inter class passengers were introduced 
at 1^ fares and the following reductions were made in 3rd class fares ; — 




3rd class 


3rd class 



MaU 


Ordinary 


Previous. 

Revised. 

Previous. 

Revised. 


pics. 

pics. 

pies. 

pies. 

1 to 60 

6 

5 



51 to 300 

6 

4 


3 

301 to 600 

3| 



2 

601 and over. 

3 


21 

2 
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38. As a variety of causes leads to a rise or fall in the number of 
passenger miles and in the earnings from passenger traffic, it is difficult to 
appraise accurately the results of the reduction made in the fares. It is 
reasonably certain, however, that the greater part of the increase of 
90,879,000 passenger miles, and the decline of 121 lakhs in the earnings, is 
due to this cause. 


In the opinion of the Railway Board, the reduced fares have not been 
in force long enough to enable them to judge the full extent to which trafl&c 
has been stimulated by the cheaper fares. They propose, therefore, to watch 
the results of subsequent periods before arriving at a conclusion as to the 
suitability or otherwise of the reductions already made. 

The following statement shows the distribution of the falling off of 
121 lakhs in passenger earnings over the various railway administrations. 


Railways. 

1. Assam IJengal .... 

2. Bengal and North Western 

d. Bengal Nagpur .... 

4. Bombay, Baroda and Central India 

5. Burma ...... 

(j. Jl^astern liengal .... 

7. East Indian ..... 

8. Great Indian Peninsula 

9. Jodhpur ...... 

10. Madras and Southern Mahratta 

11. Nizam's Guaranteed State 

12. North Western .... 

13. Pohilkund and Knmaon 

14. South Indian ..... 


1 ncroase-h Decrease — 

+ 6,73,000 
+ 6,38,000 
11,55,000 
-36,59,000 
- 13,59,000 
+ 9,69,000 
-23,94,000 
-23,78,000 
-3,21,000 
+ 4,32,000 
+ 1,29,000 
-31,72,000 
-61,000 
- 4,e36,000 


Totar . - 1,20,94,000 


39. Passengers travelling without tickets. — It was mentioned in last 
year’s Report that the following measures had been adopted by Railway 
Administrations to endeavour to cope with the serious problem of passengers 
travelling without tickets ; — 

(1) Stricter supervision and discipline, 

(2) Reorganisation of the Travelling Ticket inspection system, etc., 

and 

(3) Introduction of the system of checking trains by Flying Squads 

of Travelling Ticket Examiners. 

By the adoption of these methods travelling without tickets was checked 
to a certain extent ; but they did not overcome the difficulty of recovering 
fares from beggars and persons who refused to pay what was due. Statistics 
collected for a certain number qf years clearly showed that this unsatisfac- 
tory position still continued. 

The Sub-Committee of the Indian Railway Conference Association of 
1925 suggested various measures for the elimination of the evil which were 
communicated to Railway Administrations for consideration and action ; 
but their replies showed that the measures so far adopted by Railways had 
merely led to larger recoveries from persons travelling without tickets and 
this result had been obtained by the employment of additional ticket checkers. 

A system which might possibly lead to the prevention of the evil was 
introduced from 1st August 1926 as an experimental measure on the Howrah 
— Asansol Section of the East Indian Railway. Under this system a crew 
of ticket checkers under a responsible supervisor accompanies each passenger 
train throughout its run. One ticket checker is posted to each coach and 
it is his duty to prevent any passenger entering the carriage unless he holds 
a proper ticket. The ticket checkers are further responsible for the collec- 
tion of tickets from passengers before they alight at their destination 
stations. This arrangement is designed to prevent misappropriation of re- 
coveries and to protect illiterate passengers against excess recoveries. 
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The experimental working of the Crew System on the Howrah — Asaiisol 
Section for a period of six months having proved successful it has been 
decided to continue its working on that section for another year from 1st 
April 1927 and to extend it to the whole of the Lucknow Division for one 
year with effect from 1st May 1927. 

A proposal to amend the Indian Railways Act to make travelling with- 
out tickets a cognisable offence has been discussed at meetings of the Central 
Advisory Council for Railways but it is considered that this step should 
be regarded as a last resource and that in the meantime it is advisable to 
ascertain the effect of the crew system of ticket checking. 

40. Goods Earnings. — Larnings from goods trallic on all Railways show 
an increase of 63 lakhs from Rs. 64-47 crores to Rs. 65-10 crores, c-hiclly 
due to improved earnings from jute, coal and grain. 

The tonnage of, and earnings from, the principal commodities on Class 
I Railways during the last two years are shown in the table below. Apart 
from the increases mentioned above the principal fluctuations were larger 
bookings of Jagree, Kerosine oil and Salt and less bookings under cotton, 
rice, oilseeds, wood unwrought and other commodities. 



1025-2d. 

192e-27. 

Increase 4- 
DocroRso -- 
in E:iriiing»-8 
(I'lklis.) 

Commodity. 

N<'. of tons 

ing (ill 
millions.) 

Rs. (in 
crores.) 

No. of tons 
originat- 
ing (in 
millions.) 

Rs. (in 
crores.) 

(1) Fuel for public and 

lo-n 

9-11 

1895 

9 65 

+ 54 

Foreign Railways. 





(*2) Fuel and other stores on 

10-43 

2-91 

16 13 

2-89 

2 

Revenue account. 






(S) Wheat 

1-02 

2*12 

1 76 

2 53 

+ 41 

(4) Rice in the husk and rice 

4-0(! 

4-42 

4-11 

3 86 

— r)(> 

not in the husk. 






(5) Gram and Pulse, Jower 

2-09 

4-19 

3-05 

4 35 

+ 1 0 

and Bajra and otlier 
grains. 






(6) Marble and stone . 

3-31 

0-94 

2-99 

0-88 

— (> 

(7) Metallic ores 

2-34 

1-07 

2-45 

1-04 


(8) Salt ... 

1-33 

1-74 

1-42 

1-89 

-r i 5 

(9) W^ood, un wrought 

1-73 

1 -00 

1 32 

0-89 

— 17 

(10) Sugar, refined and un- 

0-70 

1-85 

0 77 

1-88 

F d 

refined. 






(11) Oilseeds 

(1-) Cotton raw and manu- 

2-49 

3-69 

2 35 

3 43 

—20 

1-70 

6-42 

1 63 

5 80 

—02 

factured . 






(13) Jute, Raw 

0-89 

1-23 

1 20 

1 78 

+ 5.5 

(14) Fodder 

0-Hl 

0-59 

0-80 

0 60 

+ l 

(15) Fruits and vegetables 

1-02 

0-9] 

108 

0 91 


fresh. 






(16) Iron and steel wrought • 

1-02 

2-05 

102 

1 97 

— 8 

(17) Kerosine oil 

0-91 

1-91 

0 92 

2 04 

+ 1 3 

(18) Gur, Jagree, Molasses, 

0-07 

1-00 

078 

1 19 

-f 13 

etc. 






(10) Tobacco 

0-27 

0-08 

0 26 

0 66 

—2 

(20) Provisions 

0-56 

1-23 

0 63 

1 31 

+ 8 

{^ly Military stores 

0-34 

0-38 

0 38 

0 37 

—1 

(22) Railway materials . 

3-04 

0-70 

8 30 

1 20 

4" u f i 

(23) Live stock 

0-25 

0-78 

0 22 

0 69 


(24) Other commodities 

10-80 

11-89 

9 65 

11 44 

—45 

Total 

70-71 

62-88 

8207 

63 24 

4-30 


o 
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41. Stores balances. — The table below shows the successive reductious 
in stores balances effected since 1921-22 : — 


Stores Balances (in thousands). 


Railways* 

1021-22. 

1922-23. 

1023-24. 

1924-25. 

1925-26. 

1926-27. 



lU. 

lls. 

Hs. 

Rs. 

Rs. 

lU 

Assam- Be Qgftl . 

. 

24,81 

31,48 

18,38 

12,30 

9,49 

12,69 

Bengal-Nagpnr 


1,40,26 

1,01,88 

1,48,09 

1,49,44 

1,27,64 

1,17,17 

Bombay, Barocla ami Central India 

2,70,83 

2,72,43 

2,33,25 

1,77,39 

1,02,48 

1,46,28 

Burma • . . • 

• • • 

GO, 62 

84,85 

08,71 

84,62 

75,00 

44,82 

Kaet Indiau (iucludlag Oudh 
khaudj. 

and Roliil- 

3,02,50 

4,30,19 

4,10,66 

3,14,10 

2,81,46 

2,48,17 

Eastern Bengal 

. 

1 2,51,63 

1,76,20 

1,57,85 

1,21,09 

1,12,27 

84,07 

Groat Indian Peninsula 


4,66,40 

3,88,35 

3,07,77 

2,89,40 

i 

2,38,67 

2,23.13 

Matlrae and Southern Mahrutta 

. 

1,50,52 

1,66,00 

1,50,01 

i 1,02,86 

84,31 

76,75 

North- Wostoni 

• * . 

3,04,12 

3,02,60 

3,70,78 

3,24,30 

3,23,75 

3.09,92 

South Intlian 

. 

1,14,45 

1,38,66,. 

00,02 

77,04 

1,13,30 

1,06,60 

Other Railways . « 


41,13 

46,06 

63,50 

54,04 

40,08 

39,36 


Total 

23,19,30 

22,98,78 

21,57,02 

17,08,60 

16,68,45* 

14,68,85 


^ Final hgurcs. 


During the year under review the Kailway Administrations continued 
their efforts to keep down the balances ol stores, and as a result a reduction 
oi‘ about a crore ol rupees was effected. 

42. Compensation claims lor goods lost or damaged The table below 

shows the payments on account ol' compensation claims during tlie quinquen- 
nium beginning with the year 1922-23. It will be seen that the total figures 
lor all iState-owned Kailways lell gradually Irom Ks. 120 lakhs in 1922-23 
to 29 lakhs in 1925-26, the latter being 24 per cent, ol the lornier; and 
that, in the year under review, they were further reduced to Ks. 15 lakhs 
which is only 13 per cent, ol the hgure lor 1922-23. This satisfactory result 
is due to the unremitting attention that has been paid to the subject by 
the Kailway Board and Kailway Administrations. The measures taken 
include better supervision over the staff, rivetting or locking of wagons and 
greater efficiency ol the Watch and Ward Department. 

All Kailways with the exception only of the Burma Railways have con- 
tributed to this substantial reduction ol more than 14 lakhs in 1926-27. The 
small increase on the Burma Kailways is due chiefly to the fact that the year 
was marked by serious interruptions to tralfic which resulted in delays in 
despatch and delivery ol goods witii a consequent increase in the number of 
claims for compensation. 

Although as stated above all other Kailways have shown substantial 
decreases in this direction the North Western Railway deserves special men- 
tion in view of the fact that the payments on that line have fallen below 2 
lakhs in spite of an increase in the public traffic handled by it. No small 
credit is also due to the East Indian Railway, on which the charges for 
compensation claims have come down from nearly 58 lakhs in 1922-1923 to 
about 4 lakhs in 1926-27. Strenuous efforts are still being made to reduce 
the charges on the East Indian Railway to an even lower level. 
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Claimi for goods lost or damaged paid bg Class I Railwags [excluding Jodhpur Raihoag) 
during 1922-23, 1923-24, 19M-2o, 1925-26 and 1926-27. 


Railways. 

1922-23. 

1923-24. 

1924-25. 

1925-26. 

1026-27. 

Pebcbntage to Goods 
Eabnings. 

1925-26. 

1926-27. 


Rs. 

Kfl. 

Its. 

Ks. 

Rs. 

Rs, 

Rs. 

Assam-Bcngal . • • . 

23,085 

17,069 

17,687 

21,841 

20,970 

0-25 

0-22 

Bengal and North -Western 

1,70,510 

1.02,401 

80,080 

92,932 

86,369 

0-58 

0-60 

Bengnl-Nagpnr 

1,98,972 

2,03,703 

2,01,889 

80,093 

64,988 

014 

O’lO 

Bombay, Baroda and Central India 

16,08,572 

0,44,678 

0,03,064 

4,40,465 

2,60,213 

000 

0*38 

Burma . . • . • 

46,183 

29,319 

33,062 

30,982 

41,296 

0 10 

0*16 

EaBtcrii Bengal . . 

1,98,554 

1,77,020 

1,68,020 

1,80,730 

1,83,822 

0'56 

0*48 

East Indian • . . . 

57,99,225 

42,72,620 

30,61,451 

11,73.008 

3,82.219 

0 93 

0*30 

Great Indian reninsula 

19,68,430 

10,17.133 

0,63,009 

3,41,1.30 

1,92,400 

0*37 

1 0*20 

Madras and Sontliern Malirattii 

2,21,125 

1,54,162 

85,648 

91.018 1 

84,869 

0 18 

0*17 

Nizam's Guaranteed State . 

38,222 

24.200 

17,022 

18,219 

11,211 

0*16 

0 09 

Nofth- Western 

16,89,608 

4,73,339 

0,84,162 

3,89,771 

1,66,097 

0-40 

0 16 

Rohilkand and Kuinaon • 

46,015 

16,681 

21,860 

17,088 

4,318 

0-50 

0*13 

1 

South Indian • « . . 

63,951 

44,502 

32,015 

48,636 

46,109 

0*18 

0*17 

1 

Total 

1,20, 30,554 

78,96,893 

66,70,499 

' 29,31,819 

16,21,930 

0*47 

j 0‘24 
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CHAPTER III. 

NEW CONSTRUCTION AND ENGINEERING WORKS. 

43. Capital Expenditure. — Up to end of March 1927 the total Capital 
at charge on all railways including those under construction amounted to 
Rs. 788-67 crores of which Rs. 700-96 crores was Capital at charge on State- 
owned railways inclusive of premia paid in the purchase of Companies’ lines. 
The remainder 87-71 crores represented Capital raised by Indian States, 
Companies and District Boards. 

The Capital at charge of State-owned Railways is composed as follows : — 

£ 

liiability and dehit incurred in purchase of railways . 150,109,299 

Less liability and debt cancelled by the operation of 

Annuities and Sinking Funds ..... 29,241,208 


Net amount outstanding . 120,868,091* 


Rs. (omitting 000). 

Converted at Rs. 15= £l . . . . . . 180,86,17 

Direct expenditure by (Jovernment .... 620,09,50 


Total . 700,95,67 


By far the greater portion of this amount, namely, Rs. 6,61,17,02,000 is 
Government Capital only and l/18th or Rs- 39,78,65,000 is owned by Com- 
panies. These figures include Rs. 31-54 crores on account of Capital expendi- 
ture to the end of March 1927 on strategic lines. 

44. Tlie total capital outlay on all railways during 1926-27 was Rs. 29-20 
crores of which Rs. 27-14 crores were spent on State-owned railways. The 
following statement shows how this outlay of Rs. 2714 crores was distri- 
buted between open line works, rolling stock and new lines, similar figures 
being given for the previous four years and for 1913-14. 


Year. 

W(»rk» 

iiudnding 

Stores. 

Open Liner. 

Hollintf-stock. 

Total. 

New lineH. 

Grand Total. 





Hs. 

Rs. 

R8. 

Rs. 

Rs. 





crored. 

crores. 

1 

crores. 

crores. 

crores. 

1918*14 . 

• 



9*80 

7*31 

16*61 

l-Sfi 

18-47 

1922-23 , 



. 

6-77 

9*52 

16*29 

2-74 

19-03 

1923-24 . 

• 

. 


^69 

9-51 

17*20 

2-61 

19*71 

1924-25 . 

. 

• 


4-f36 

6*42 

11 08 

2-39 

18-47 

1926-26 . 


. 

• 

9-44 

6-80 

15*24 

401 

19-26 

1026'27 

. 


• 

16-74 

4-13 

20-87 

6*27 

27*14 


* 4118,282,416 converted at the rate of jC 1 = R8. 16, £10,676 at the rate of £l = Rfl. 10 and the 
balance of £2,676,000, representing the G. I. P. Ry. Co.’g share capital paid off during 1925-26, con- 
verted at the average rate of ex^ange. 
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46. The distribution of the capital outlay in 1926-27 over the different 
State-owned lines is shown in the summary below : — 


Kailwa.^8. 

I Open Lutbs. 

New lines. 

Grawd Total. 

Works, etc. 

Rolling-stock. 

1 . 

Total. 


Rs. 

Rs. 

Rs. 

Rs. 

Rs. 


crores. 

crores. 

crores. 

crores. 

crores. 

Bengal-Nagpur 

0*54 

10-30 

0*84 

1-06 

1*89 

Bombay, Baroda and Central India 

1-24 

0-48 

1-72 

004 

1-76 

Eastern Bengal • 

0-40 

0*18 

0-68 

0*09 

0*67 

East Indian • . • . 

1*92 

0*77 

2-69 

1-19 

3*88 

Great Indian Peninsula 

1 2T8 

0-79 

2*92 

0 05 

2*97 

Madras and Sonthem Mahratta 

1*01 

0-13 

1*14 

0*40 

1*54 

North-Western .... 

7-66 

0-80 

8-16 

1*13 

9 69 

South Indian ... 

0*98 

0-19 

1*17 

1-54 

2*71 

Other Railways 

0*86 

0 49 

1*36 

0*78 

2-13 

Total 

16-74 

4* 13 

20 87 

6-27 

27*14 


Lines opened and under construction. 

46. Lines opened during 1926-27. — A total mileage of 420 77 miles 
was opened to public traffic during the year and consisted of ; — 


280-92 miles 

* • • • • • 

6" gauge. 

128-26 ,, 

8' 

3i" „ 

11-60 „ 

Of 

6" 

A detailed list 

is given below of the lines opened 

during the year : — - 


Name of line. 

Gauge. 

Mileage. 

Owner. 

Working 

Agency. 

Date of opening. 

Landi Kotal Land! Khana 

6' 

6" 

6*27 

' 



N. W. Ry. 

3rtl April 1926. 

Bha^lpur-M»tndar Hill . 

6' 

6" 

31-13 




E. T. Ry. . 

Ist Ootober 1926. 

GinJ Ehwaja Diversion . 

5' 

6" 

2*42 




E. I. Ry. . 

10th April 1926. 

Shahdara Narowal . 

6' 

6" 

47-73 




N. W. Ry. 

22nd December 1926. 

Talcher Coalfields • 

6' 

6' 

61-62 




B. N. Ry. 

20th January 1927. 

8horanur Angadipuram . 

6' 

6" 

17*54 




S. T. Ry. . 

3rd February 1927. 

Barkakhana-Chandil 

6' 

6" 

74-77 


• State . J 


B. N. Hy. 

Jlst March 1927. 

Dharmaband - Kharkbaree 

5' 

6" 

113 




B. N. Ry. 

18th February 1927. 

Matiala Blockhut to Garh- 

6' 

6 " 

2-01 




B. N. Ry. 

2nd September 1926. 

Dhubreshwar. 









Mohnda avoiding line 

6 ' 

6'' 

0-68 




B. N. Ry. 

10th July 1926, 

Rourkela to Koel Bank . 

5' 

6^ 

2-28 




B. N. Ry. 

I7th September 1926. 

Ohandra^inra Gomob chord • 

6' 

G" 

10-02 




E. I. Ry. . 

Ist May 1926. 

Karepalli- Kothagodium 

6' 

6" 

24-62 

N. G. S. Ry. 


N. G. S. Ry. . 

2l8t March 1927. 

Srlganganagar-Kesrisinghpnr . 

3' 

8i" 

15-26 

Bikaner Durbar 


Bikaner St, Ry. . 

Ist May 1926. 

ThanCbotila. 

3' 

sr 

12-66 

Morvi Durbar 


Morvi St. Ry. 

I6th June 1926. 

Segyl-Ye-U 

3' 

Sf' 

22-97 

S fate 


Burma Rys. • 

15th August 1926. 

Nanjangud-Chamrajanagar 

3^ 


22-20 

Mysore Dnrbar 


Mysore Ry. 

27th August 1926. 

Mayavaiam Tranqnebar . 

8' 

3t" 

18-21 



1 

S. I. Ry. . 

25th November 1926. 

Pegu Kayan . « • . 

3' 

Si" 

36-96 




Burma Rys. 

27th February 1927. 

Kalamba-Jhorria . 

2' 

G" 

2-14 

Baroda Durbar 


Gaek war's Baroda 

lat April 1926. 








State Ry. 


Krishnagar city Nabadwi^ighat , 

2' 

6 " 

6-71 

1 State 


E. B. Ry. . 

30th June 1926. . 

Oambbirpnra to Netrang . ' 

2' 

6" 

2-76 

Rajpipla Durbar 

B., B. & C. I. Ry. 

21st February 1927, 
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47. The following lines were quadrupled during the year. 


Name of line. 

Gauge. 

Mileage. 

Working Agency. 

I>ate of oiiening. 

Baiidra-Borivli (Quadrupling) 

6' 6" 

12*86 

B., B. and C. I. Ry. . 

19th April 1926. 

Asansol-Sitarainpur (second up line) 

6' 6" 

4*88 

E. I. Ry. 

1st April 7926. 

Asansol-Ondal (second down line) . 

5' &' 

14 53 

E. L Ry. 

8th September 1926. 


48. The following sections of line were doubled and opened for traffic : — 


Name of line. 

Gauge. 

Mileage. 

Working Agency. 

Date of opening. 

Kauiptee Kalumna . . • , 

B' 


4*43 

B. N. Railway . 

18th September 1926. 

Pyu-Nyaungchidauk Section 

3' 

ar 

9 11 

Rnrma Railways 

16th April 1926. 

Nyanngcliidank-Oktwin Section 

3' 

31" 

1601 

Burma Railways 

2Sth May 1926. 

Oktwin-Kyungon Section . • 

3' 

31" 

17 41 

Burma Railways 

23rd July 1926. 


49. During the year alterations to gauge were made as follows : — 


Name of line. 

Gauge. 

Length. 

Date of op'jning. 

Parbatipur-Siliguri (E. B. Ry.) 

From 3' 8J" to 5' 6" 



84-60 

30th Sojitombcr 1926. 

Mundalay-Madaya (Burma Rys.) . a 

From 2' 6" to 3' 3i" 

• 

• 

16-93 

Bib Vcbruary 19^7. 


60. Lines under construction on 31st March 1927. — At the end of 

the financial year 1926-27 a total of 2,551-44 miles of new lines was under 
construction distributed as follows : — 

Miles. 

b' (j" Gauge ......... 930 '20 

3' 3|" „ 1,260-97 

2' 6" ,, 3G0'21 

During the year under review sanction was accorded to the construction 
of new lines totalling 492-29 miles. 

Miles. 

5' G" Gauge 204-58 

3' 31" „ 249-17 

2' 6" ,, 38-54 


51. The lines under construction are given in the table below which also 
shows the construction agencies and the progress reached : — 


Name of line. 

Gauge. 

Mileage. 

Working agency. 

ProgregH of work. 
Proportion completed. 

Ohuttitanagar Branch 

6' 6^ 

8-29 

f Bengal-Nagpur i 

•36 

Raipur Vizianagram (Raipur 

Parbatipur Section). 

6' 6" 

241-64 

t Railway. J 

•10 

Bamipur Lakamikantapur . 

6' 0" 

23 80 

Eastern Bengal Rail- 
way. 

•25 
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Working agency. 

Progress of work. 

Name of lino. 

Gauge. 

Mileage. 

Proportion completed. 

Central India Coal fields 

5' 6" 

■IB 

1 

Kattt Indian Rail-j 
way. I 

- 

62 on Paltonganj Barkakbana 
Seetion. 

Calcutta Chord .... 

5' G" 

]0-63 !■ 


*05 on Anupur-Karimati Seetion. 

Land is being acquireil. 

Rikhikeeh Road-Rikhikesh . 

b' 0" 

7*12 j 

1 

- 

*84 (openc<l on 2nd April 1927). 

Agra Bab . . • • • 

5' 6" 

4319 'I 
4-36 1 

Groat Indian Pen- 


•40 

•82 

Kurla Trombay (Extension of the 

b'' 0''" 

insula Railway. 


Kurla Chambor Brandi to 





Mandala 2*73 miles). 


J 



Nidadavolu Narasnpnr 

5' 6" 

4701 ^ 

Madras and South- | 
ern Marbatta - 


•28 

Cocanada Kotipalli 

5' 6" 

27*03 5 

Jtailway. ' 


Construction recently sanctioned. 

Rohtak Panipat 

b' (}" 

44*:il 



•IG 

Jassar Shakargarh Chak Amru 

6' 0" 

20 50 



•10 

Lyallpnr Jaranwala 

b' 6" 

21-67 



• *18 

Amritsar Narowal 

6' 

30*82 



*80 on Verka Dera-Baba Nanak 

Nortli Western 


Section (o])encd on 3rd May 




Hail way. 


1927). 






*40 on Dera Baba-Nanak-Jassar 
Section. 






*60 on Jass-ar-Narowal Section. 

Chak Jhuinra Chinioi 

6' 6" 

21*14 ^ 


L 

04 

Shorannr Nilambur 

6' e" 

23-96 

Sonib Indian Railway 

*62 on Anga<lipuram Nilambur 
Section. (Slioranur-Angadipur- 






am 17*64 miles opened). 

Kazipet Belharshah 

6' 0" 

01-73 

Nizam’s Gna ran toed 
State Hail wav. 

*95 on Jiamgnndam-Goliara Sec- 
tion. 






•82 on Goliara to Tandnr Section. 






*40 on Tandnr to Rajurs Road 






Section. 






•K) on Rajura Hoad to Bclbarsbab 
Section. 






(Kazipet-Rnmgundum 67*77 miles 






opened in 1923 — 21 — 26). 

Babawalnagar-Phnlra 

6' 6" 

G4*50 

North VVcHtorn Rail- 
way. 

•17 

Sirbind Rupar . . . • 

6' 6" 

30*51 

1 atiala Durbar 


•35 

Sibsagar Roatl Kbowang 

3' 3|" 

38*70 



*82 

Furkating Badulipara Jorbat 

3' 3r 

42*17 

As'^aui-Beugal 

Railway. 

J 

*50 

Karimganj Longai Valley 

3' 3r 

47*52 

» 

•46 

Netrakona-Mobanganj 

3' sr 

17*43 



Construction recently sanc- 



tioned. 

Taungdwingyi-Kyaukpadaung 

3' 3r 

72*10 


r 

•60 on Taungdwingyi Natmauk 

1 Section. 






•25 on Natmauk-Kyaukj)adauug 






Section. 

Kayan Thongwa, Extension 

3' Sr 

10*54 

y Buma’^Railways 

•- 

•30 

Heho Tayaw Extension 

3' 3V 

IMG 



•75 

Myingyan Natogi Paleik 

3' sr 

09*49 



•01 

Nyaunglfcbin Madauk . . 

3' 3i" 

11*17 

J 


•05 

Dinajpur linbea 

Hotgi Sbolapur . . . . 

3' sr 

3' 33" 

47*42 

9*65 

Eastern Bengal Rail- 
way. 

1 ! 

•60 

- *90 

Kaniviballi Swamiballi 

0< 03 ^ 

12 00 



1-00 ou Section from ebainago 

o of 



0^0,700. 




4 Mnilras and Soutb- 
V erw Mabratta- 

•30 on section from ebainago 




Railway. 


6,700 to 63,200. 

Gudivada Bhimavaram 

3' 3*' 

40*90 



•35 

Quiitur Gnrzala Macberla 

3' H’ 

80*44 

J 


•02 
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Dronachclam (Dhone) Kuroool 
Dindignl PolUchi . , 

Villupurani Tricbinopoly 
Virndunagar Tonkas! • • 

Madam Bodinayakanur 
Cuddaloro Vridhhacholam 
Kajula Koad Bajula Extension 
Haimmangarh Sadulpnr Chord 


Canal loop line • 

Vijapur-Ambaliasau Extonsior 
the Kalol Vijapnr Railway. 

Halvad Maliya Extension . 

Patna Eakosbl Kaklial 

Vijapur Uansipnr 

Sibsar (Pancli Moti) Patan . 

Marwar Sandcrao 


Bantwa Kutiyaua 


Veraval Una 


Sbiincga Arasalu 
Nanjangud Mysore Frontier 


Railway. 

Jambusar Kavi .... 

Sammi Dehej .... 

Kangra Valley (Pathankot to 
Shanan). 

Pandbarpur Miraj Extension 
Anjar Bacban 
Dbolpur Rajkliera . . . 2' 6' 

Zhob Valley . . . • 2' 6' 

Parlakimedi Ounnpur Extension . 2' 6 

Zankbvav Umerpada • . • 2' 6 


Gauge. 

Mileage. 

3' 8#-' 

4*89 

3^ 81" 

75*49 

3' 8»" 

108*47 

3' 8t" 

76*32 

3' 3J" 

65-19 

3' 

34*99 

3' 3r 

6*71 

3' 3|" 

45 60* 

3' 3r 

35 15 

3' 3r 

26*00 

3' 3r 

26*00 

3' 3r 

26- 13 

8' 3f" 

14*10 

3' 3r 

7*85 

3' 3i" 

77*83 

3' 3r 

11-17 

3' sr 

48*00 

3^ 3r 

26*80 

3' 3r 

33*00 

3' 3r 

11*50 

2' 6" 

17*83 

2' 6" 

24*72 

2' 6" 

103*00 

2' 6" 

84*32 

2' 6" 

23*75 

2' 6" 

22*34 

2' 6" 

38*85 

2' 6" 

31*63 

2' 6" 

13-77 


State Railway. 


South Indian Rail- 
way. 


5*71 Bhavnagar Railway 


Bikaner Railwa\ 


Dhrangadra 


>Gack war’s Bar.Hla'j 

J i 

Gondal . 

Jodhpnr 


Junagad 


Mysore 


Nizam’s Gnanmteed 
State Railway. 

'i Bombay, Baroda f 
I > and Central < 
'3 India Railway. ( 

North VVestern Rail- 
t way. 

Barsi Light Railway . 

Catch 

Dholpur . 

North VVestem Rail- 
way. 

Parlakimedi Light 
Baroda • . . 


f ’•'•oO represents work on Haimtnan- 
garh Nobar scetion. Actual 
length ot the entire chord can- 
not be given as the survey is not 
I complete yet. 

I, *75 on Koarisinghpur-Raisinghna- 
gar Section. 


Progress rojiorts not rc^ceivod. 

Patau- Kakoshl ( 16 miles) opened. 
VV'ork on remaining section 
held in abeyance since 1916. 

Construction deferred giueo 1922. 

Work held in abeyance sinco 
1922. 

*46 on Marwara junction to Juja- 
war. 

*13 on Jujawar-Dcauri. 

Works stopped since 1921. 

*81 (Bant)twa Saradiya opened). 
Works on Saradiya- Kutiyana 
held in abeyance since 1916. 

100 Section up to Jambur and up 
to Prachi Road opened. 

*37 on Prachi Road Jamwala 
section. Work ileferrcd since 
1926. 

‘80 (Works stopped since 1931), 

S an j an g n d- Cham raj a nagar Sec- 

tion opened. 

•05 on Nanjangud- Hardhanhalli 
Section which bos been tempo- 
rarily closed sinco 1920. 

First 28 miles opened. 

•40 on miles 28-30*95 section. 

. 00 

•00 

50 on Pathankot to Guler. 

*30 on Guler to Shanan. 

•80 

*03 Work stojiped since 1917* 

*16 Work stopped since 1923. 

*8l on Hindabagb Kila Saifulla 
Section (opened on 2nd May 
1927). 

Work not commenced. 

•15 
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52. Iilnes opened.— It will be seen that no new line of outstanding 
importance was opened during the year. The two Bengal Nagpur Railway 
projects — 

(a) the Talcher Coalfields line which takes off the East Coast Section, 

and 

(&) the Barkakhana-Chandil (formerly called the Hesla-Chandil) 
which is designed to provide for the development of the South 
Karanpura Coalfield, 

should, however, l>e of more than local value in the future, as coal carrying 
lines. 

' Of the others, the Shahdara-N aroival broad g.auge link is deserving of 
mention as a line cheaply and rapidly constructed under a guarantee from 
the Punjab Government; it was built to a low standard, at a cost of only 
Rs. 53,000 per mile, in ten months, and, though the country was flat and 
presented no construction difficulties, this result was decidedly creditable, 
especially as the above figure would have been lower by Rs. 2,000 per mile 
if rain had not caused considerable damage to the new banks in the closing 
stages. 

The Burma Railways opened three branches as an instalment of their 
extensive programme of new lines, one of theni, the M andalay-Madaya 
being shown as a conversion of a previously existing 2' 0" tramway, though 
built on a new alignment. 

The short length from Landi Kotal to Landi Khann may also be noticed 
as it comf)letea the important and difficult Khyber Railway, which has been 
described in previous reports. 

53. Lines under construction. — Of the total of 2,551 miles of lines of 
various gauges under construction at the end of the year, those mentioned 
below are the more important, including three (the Kazipet-Ballarshah, the 
Central Indian Coalfields line, and the Raiy^ur-Vizianagram) which are 
i'#ing built to serve extensive undeveloped areas. 

Kazipet-Ballarshah . 

The Ballarshah Extension of the Nizam Guaranteed State Railwav, 1.50 
miles long, is perhaps of first importance, for it will open up a new broad 
gauge route from Madras to the North and effect a savincr in distance of 
some 200 miles in the journey from Madras to Delhi. The section from 
Kazipet to Pedapalli has been already opened to traffic, and construction is 
now well advanced on the remaining yaortion, which passes through a diffi- 
cult tract of countrv betweren the Godavari and Wardah rivers where there 
are large bridges. Good progress has been made with these bridges and the 
portion of the line between the two rivers is being rapidly completed. It 
is hoped that it will be possible to open it throughout for {Public traffic in 
the autumn of 1927-28. 

The Central Indian Coalfields Railway . 

This broad gauge project was described in the report for 1924-25 and 
is imymrtant as opening the way for development of the South Karanpura 
and Korea Coalfields; it will also open a shorter route for coal traffic to the 
North-West and West. 

Of the two sections iinder construction, i.e., the Daltonganj-Barkakhana 
(113 miles) and the Anuppur-Karimati (40 miles), progress during the year 
has on the whole l>een satisfactory but on the former section considerable 
damage was done by floods which delayed work. It is hoped to have both 
sections ready for opening to traffic by December 1928. 

Raipur V izinnagram Railway. 

This trunk line on the 5' 6" gauge, 261 miles in length, yiasses through 
a large undeveloped area, and will provide direct communication between 
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the Central Provinces and the new harbour now under construction at 
Vizagapatam on the east coast. It was described in detail in the report for 
1924-25. The section of the line from Vizianagrara to Parvatipuraro, 48 
miles long, was completed and opened to traffic in 1909. 

During the year under review some realigning work has been carried 
out which will appreciably reduce the length of the line. Work at the 
northern and southern ends is progressing well but on the middle portion 
sickness and delay in obtaining possession of land have impeded progress. 
The line will be opened by sections as they are ready, but it is not expected 
that the whole line will be opened throughout till 1931. 

Calcutta Chord Railway. 

This is a short but important broad gauge connection across the Hooghly 
in the vicinity of Calcutta. The purposes it is intended to serve were ex- 
plained in the last year’s report. 

Progress has been slow on account of the exceptional nature of the works 
comprised in the scheme, and the coal strike in England seriously delayed 
the supplv of heavy plant required for sinking the caissons of the Bridge 
over the Hooghly at Ballv, this was expected to arrive in October 1926, but 
did not begin to arrive till April 1927. 

The connection will probably not be completed till 1930. 

I 

A mrits^ar-'N arou'al Railway . 

The constmction of this line, abf)ut 40 miles long on the North-Western 
Pail wav broad gauge was sanctioned in February 1926. It will traver.se a 
fertile and well irrigated area and facilitate pilgrimage to the Sikh shrines 
at Dera Baba Nanak and Kartarpur; by giving a direct connection between 
Amritsar and Jammu it is also expected to stimulate the already consider- 
able trade between the former and Kashmir. A length of 28 miles up to 
Dera Baba Nanak from the .\mritsar end was opened shortly after the close 
of the year, but the remainder including a large bridge over the Ravi R.ivd!’ 
is not expected to l)e fini.shed until 1928. 

Chak Jhumra Khuf^hah Raihvay . 

The constrimtion of this broad gauge chord line bv the North-Western 
Railwav was sanctioned in two parts, ii') from Chak Jhumra to Chiniot in 
November 1926 and {ii) the remainder in April 1927. It will provide a cross 
connection between the T^v^iHour District and Shahpur which is badly 
required and will akso i^rovide a .shorter alternative route to Waziristan to 
the relief of the main line north of T.ahore. About 80 miles of ncAV line 
are involved and two large bridges over the Chenab and Jhelum rivers. It 
is hoped to open this line in 1929. 

The Villujiuram Trichino'poly Raihvay. 

The construction of this metre gauge chord, on the South Indian Rail- 
way, 110 miles long, was t)ut in band in the year 1925-26. It is being built 
to main line standard and will form an alternative route between Madras 
and Trichinopoly. Its importance lies mainly in the relief it will afford 
to the existing main line, but it will also serve to open up and develop a 
populous tract of country. 

Progress has been satisfactorv but the supply of permanent way mate- 
T’ial has been interfered with bv the coal strike in England. It is hoped to 
have the line ready for opening to traffic by the end of 1928. 

The Shoranur Nilam'hur Railway. 

The construction of this broad gauge branch on the South Indian Rail- 
way, 41 miles long, was sanctioned in Mav 1924. It is designed to open 
out and develop the Moplah country in the Malabar District witlj its import-^ 
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ant forest areas. The portion from Shoranur to Angaclipurani (18 miles) 
was opened to traffic by His Kxcellency the Governor of Madras on the 3rd of 
February 1927 and it is hoped to have the remaining and more difficult portion 
ready for opening by June 1927. 

Kangra VaUey Railway. 

This line is a 2' 6" gauge extension from the North-Western Railway 
broad gauge terminal at Pathankot and traverses the wide and fertile tract 
known as the Kangl“a Valley. The line will shorten the journey to the 
important hill stations of Dalhousie and Hharamsala and is required for the 
transport of machinery and stores for the TThl Hydro Flectric Scheme and 
for maintenance of the transmission lines after opening. The Punjab 
Government, which has in hand the construction of the Hydro Flectric 
Scheme, has agreed to guarantee this line against loss in working over a 
number of years. 

XTp to date the progress of work on tunnels, bridges aiul earthwork has 
been satisfactory and until lately it was hoped that the j^ection of the line 
from Pathankot to Guler will l)e ready for opening in Hf'cember 1927 and 
that from Guler to Shanan in July 1928. But recent heavy floiods may 
make it impossible to realise this hope. 

The Gunttir-Gurzala-Macherla Railway. 

This line is on the Madras and Soiithern Mahratta Railway metre gauge 
and is 80 miles long. It muII open out the country lying betw(>en the main 
lino of the Madras and Southern Mahratta Railway to (luntakal and the 
Kistna river, and will alleviate the effects of famines that periodically occur 
in the taluks of Sattanapalle and Palnad. Construction was sanctioned in 
January 1927. Land acquisition has been started and a little work done 
at Guntur. The line is expected to be completed by July 1929. 

Virudh'anagar Tenkasi. (Metre Gauge-70-32 miles). 

Good progress was maintained on this South Indian Railway line which 
is expected to be completed and oy^ened for traffic by the end of June 1927. 

DindigiiTPollachi. (Metre Gnuge-75-49 miles). 

Steady progress has been maintained on the construction of this line 
by the South Indian Railway although during the quarter ending 31st Decem- 
ber 1926 cholera broke out at Pollachi. The probable date of oymning for 
traffic is March 1928. 

Taungdwingyi-Kauk'padang . (Metre Gauge-72-10 miles). Burma Railw.ays. 

Progress has been slower than anticit>ated owing to heayv rains and 
outbreak of cholera in certain sections. Half the work has been done on 
Tanngdwingvi-Natma uk section, but proeress on the Natmaiik-Kvakpadaung 
section has been much less. The probable date of opening of the former 
section is April 1928, and that of the latter April 1929. 

Myingyan-Natogyi-Poleik. (Metre Gauge-09-49 miles). Burma Railways- 

There has been little progress on this work, which was sanctioned in 
8ey)tember 1920. owing to delay in obtaining nossession of the necessary 
land. The probable date of opening is May 1929. 

Pandharjyur-Miraj Extension. (2' 6" gauge -84 -32 miles) 

This extension of the Barsi Light Railway is practically complete and 
is expected to be ready for opening to all kinds of traffic by the end of Sep- 
tember 1927. 
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ously pushed forward. By the opening of these electrified services not only will 
Bombay derive a great benefit in* the matter of a better distribution of its 
population, but on the railways’ side a considerable reduction in the opera- 
ting expenses will be effected. 

He- investigations into the advisability of electrification of suburban lines 
in the vicinity of Calcutta and Madras were also completed during the year. 
The results or these investigations are at present under consideration. Pro- 
posals for the electrification of the Trichiiiopoly -Madura and other sections 
of the South Indian Railway have also been under consideration by the 
Railway Board in view of the possibility of the supply of cheap power from 
hydro-electric sources. 

An examination of hydro-electric schemes in the Madras Presidency, 
of which mention was made in the last year’s report, was carried out during 
the year and the results of these investigations were under discussion with the 
Government of Madras at the end of the year. 

56. Open line improvements. — A brief account is given below of the 
more important open line schemes which have been completed or were in 
hand during the year. 


I Assam Bengal Railway. 

The water scheme at Pahartali was completed and the greater part of 
Pahartali’s requirements have been supplied from this source since January 
1927. Owing to the rate of filtration not being up to expectations, it has not 
been possible to supply Chittagong up to date. The cause is thought to be 
clogging of the filter beds on account of the sand used being too fine and 
to the first filling of the reservoir containing a large amount of impurities. 

By the end of the year the carriage repair shop and painting aiid up- 
holstery shops were practically complete. 

Bengal and North-Western Railway. 

I'he goods yards at Gonda and Barauni junctions have been remodelled 
and seven wayside stations between Sonepore and Chupra have been inter- 
locked. 

The Indara-Phephna and Darbhanga-Dhang sections have been relaid 
with 50 lbs. rails. 

Electric lighting has been installed at Barauni Junction and Tahsil 
Deoria stations and is in hand at Darbhanga, Narkatiaganj and Bhatni. 

Bengal-Nag'pur Railway. 

The doubling of the line between Kamptee and K alumna was completed 
and opened during the year, while the doubling between Goilkera and Monhar- 
pur which includes the Saranda tunnel made good progress. The Dharrna- 
band-Kharkaree Chord is nearing completion and it is hoped that it will 
be opened for traffic by September 1927. 

A new flag station was opened at Narkopi on the Purulia Lohardaga 
Section. 

The development of the Argada Colliery has made steady progress and 
it is now in a position to despatch 25,000 tons of coal monthly. 

The extension of the machine shop at Khargpur is practically complete. 

Bombay, Baroda and Central India Railway. (Broad Gauge). 

The quadrupled lines between Borivli and Bandra were opened for 
traffic in April 1926 and those between Bandra and Grant Road in October 

1926. 

Satisfactory progress has been made with the new locomotive workshops 
under construction at Dohad and it is hoped that they will be brought into 
use in 1829. 
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Good progress has also been made with the MaJbalaksiimi Overbridge the 
coiibtructioD ot which has been undertaken to replace two congested level cross- 
ings. 

Work on the remodelling of Ahmedabad and Kankeria yards had been 
practically completed at tlie end of the year under review. 

The rebuilding of the liassein Bridges was completed and these were 
opened for trallic by H. B. the Governor of Bombay on 22nd January 1927. 

The remodelling of Bhayndar station and Godhra yard has been com- 
pleted. 

Train control has been installed on the Kotah-Shamgarh and Kotah- 
Agra Bast bank sections. 

The piers of Ambika, Kim, I’oorna and Watrak bridges have been 
strengthened and two bridges have been strengthened on the Godhra-liutlam- 
JN’agda section. 

(Metre Gauge). 

Thulera Yard has been remodelled. A flag station has been constructed 
at Gulabpura between Bari and llupaheli. 

Additional transhipment facilities have been provided at iSabarmati 
and tlie tranship platfonii at iiissar has been extended. 

Girder renewals have been completed on the Kewari-Bhatinda and Ajmer- 
Kasirabad sections. 

C^uarters liave been built for the electric stall' at Haiidikui and Abu 
lioad. Bxteusions have been carried out to the carriage and wagon shops, 
Ajmer. 

Burma Railways. 

The doubling of tlie main line between Pyu and Kyurigon Wits com- 
pleted and opened for trallic. The remodelling of the locomotive workshop at 
Insein made good progress during the year. The new bridge over the 
Myitnge river Wiis completed and brought into use. Good progress was made 
on. the remodelling of insein, Pyuntaza and Thazi stations. 

Eastern Bengal Railway. 

The Parbatipur-Siliguri conversion to broad gauge, a distance of 85 
miles, was completed and opened for trallic in September 1926. 

The narrow gauge line connecting Krislinagar City station witli 
.Nabadwipghat, a place of pilgrimage on the river Bhagirati, was opened on 
30th June 1926. 

The Barrackpore Race Course siding 1^ mile in length was completed 
during the year but has not yet been opened to traffic. 

Yard remodelling was completed during the year at 12 stations. Phase, 
one of the Sealdah remodelling consisting of additional stabling lines for 
passenger stock and more facilities for dealing with fish traffic, was nearing 
completion at the end of the year. Improved siding facilities at 10 stations 
on the Dacca District were provided and loops at 13 stations were lengthened. 
Additional loops were provided at Chashara. 

Automatic train signalling between Calcutta South and BaJlygunge 
was completed and brought into use in June 1926. 

East Indian Railway. 

The doubling of the grand chord line between Kastha and Ganjkhwaja 
on the Gya-Moghal Serai section is nearing completion and expected to be 
ready for opening in December 1927. 

The work of remodelling Lucknow yard was nearing completion at the 
end of the year under review. The new station building was opened by His 
Excellency the Governor of Tbiitcai Provinces on December 19th, 1926. 

Work on the extension of the locomotive workshops at Lucknow has 
progressed favourably and is expected to be cximpleted by the end of 1929. 




Great Indian Peninsula Railway. 



REMODELLING OF VICTORIA TERMINUS (bOMBAY) 





NEW CONSTRUCTION AND ENGINEERING WORKS. 


37 


The Bhagalpur-Mandar Hill Branch was opened after reconstruction on 
1st October 1926. 

The regirdering of the up track of the Tower Sone l)ridge was com- 
pleted and ^e bridge opened for trallic in January 1927. 

The remodelling of the yards at Knsunda, Mokaineghat and Bareilly 
was completed and an up marshalling yard was constructed at Oudal. Re- 
modelling was in progress at 12 other stations. 

The .second Up line between Asansol and Sitarampur and the second 
down line between Sitarampur and (Irand (Jiord link ('ahin were opened 
during the year. Train control on the Fyzabad-Moghalsarai section was 
opened on 10th June 1926. 

Great Indian Peninsula Railway. 

Electrified service between Victoria Terminus and Thana rid Harbour 
Branch was opened for the public on 21st June 1920 and between Victoria 
Terminus and Thana rid the main line on 1st November 1920. Foundations 
for the overhe.ad structures of the Kalyan Karjat set-tion of the main line 
Electrification were oominenced. 'JJie preparation of the site for the Kalyan 
Power House was in hand and indents for plant had been submitted. 

Clood progress wms made in the elimination of the Bhore Gliat Reversing 
station. 

Of the remodelling schemes in hand, .Nagpur was cianjileted and Ma/.gaon 
was nearing completion in the year under review. Progress on Victoria. 
Terminus was satisfactory. 

Jodhpur Railway. 

The remodelling of Jodhpur yard and the construction of the now loco- 
motive running shed and yard have been completed. The extension of the 
goods shed yard and platform has (illed a long felt want and has eliminated a 
most fruitful source of congestion. The completion of the remodelling of 
this yard has greatly facilitated the quick handling and transit of wagons. 

The remodelling of the passenger yard at Tuni is appoaching completion 
and it is anticipated that the major portion of the marshalling and goods 
yard will l>e completed during 1927-28. 

The new arrangements for the locomotive water-supply at Jodhpur have 
been completed and new wells have been sunk at Marwuir Pali and Samdari. 
The construction of the new bridge over the Tuni river has been completed 
and considerable progress has been made in the replacenumt and renew'als 
of girders in small bridges and culverts. 

Madras and Southern Mahratta Railway. 

Good progress has been made on the remodelling of the Perambnr work- 
shops. 

The remodelling of Arkonam, Poona and l.onda is almost complete while 
the remodelling of Jalarpct, Ghorpuri and Guntakal is well in hand. The 
Poona-Miraj train control system was extended to Belgaum during the year. 
The realignment of the main line near Jalarpet is practically completed but 
has not beeji brought into use yet as this depends upon the reTuodelling of 
the Jalarpet yard. With the exception of the foot-overbridges the widen- 
ing of tracks between Karla and Moza on the Madras-Arkonam section is 
very nearly completed. 

At Todiarpet Salt Depot excavation for canals is practically completed. 
The Store sheds arc about half completed and about 75 per cent, of the staff 
quarters have been erected. 

H. E. fl. the 'Nizam's Guaranteed State Raihvays. 

The interlocking of Hyderabad yard (metre gauge) was completed and 
brought into use. High level platforms and small booking ollices were con- 
structed at certain suburban halts. 
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With the installation of electric detection and track circuiting the inter- 
locking of Secunderabad station was completed. Extensions were completed 
at Secunderabad to the sewage system, water supply and electric equip- 
ment of quarters. 

Work was continued on the remodelling of workshops at Lallaguda. 

N orth-W eHern Railway. 

A notable perforinance was accomplished in track renewals during the 
year. Some 300 miles of rails were replaced and 700 miles of sleepers 
renewed, and but for the failure of one of the largest suppliers of cast iron 
slee]>ers an even better record would have been obtained. 

Pucca station buildings have been provided at 9 stations in place of 
kutcha ones. Defensible station buildings and staff quarters have been 
completed at Khairabad, Jahaugira Road and Taru Jabba. 14 stations have 
been remodelled during the year or have been subjected to additions and 
alterations. 

The Clifton Road overbridge at Karachi was completed. A skew girder 
bridge over the Pak]^)attiin C'anal was constructed and many canal feeder 
bridges in connection with the Sutlej Valley Irrigation project have been 
completed or were nearing completion. 

A temporary office has been built at Lahore for the Chief Engineer, 
Surveys and Construction, and an extension to the headquarters office is in 
hand. 

Many boundary walls have been provided at important stations on the 
Lahore and Multan Divisions in order to stop trespassing. 

Substantial progress has been made with the bridge strengthening pro- 
gramme. The more important bridges in hand are the Attock Bridge over 
tlie Indue, the Alexandra Bridge at Wazirabad over the Chenab, the 
Adawahan Bridge over the Sutlej, and the Jhelum Bridge. 

Considerable progress was made by the Signalling and Interlocking 
Department in extending the train control system, installing interlocking 
at a number of non-interlocked stations and remodelling tne interlocking at 
others. 

The extensive programme of providing electric installation at various 
stations is proceeding satisfactorily. Those nearing completion at the end 
of the year were Eerozepur, Amritsar, Bhatinda, Peshawar, Ambala, 
Khanewal and Lyallpur at which stations the generating plant is the pro- 
perty of the railway. Installations obtaining energy from local supply 
com[)anies have been completed at Rawalpindi and Multan and are in hand 
at Karachi, Hyderabad, Shikarpur, Saharanpur, Shadara and Badarni Bagh. 

South Indian Railway. 

A considerable amount of work was done during the year on the scheme 
for providing additional tracks and other facilities between Madras and 
Tambaram. 

Satisfactory progress was made on the new broad and metre gauge work- 
shops at Trichinopoly and the work is expected to be completed in March 
1928. 

The conversion of the Erode Branch from metre to broad gauge has been 
taken in hand. It is expected that the work will be completed in about 
two years. 

Good progress has been made with the work of remodelling of Trichino- 
poly Junction. 

57. Railway Facilities in and around Delhi. — During the year under 
review a scheme for the improvement of railway facilities n(jar Delhi was 
generally approved by the Railway Board. This scheme which was estimated 
to cost about Rs. 84 lakhs included the provision of an interchange goods 
yard at Shakurbasti and a broad gauge engine shed at Kishenganj, the 
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construction of a central goods depot at Delhi Sadr and the replacement of 
the existing passenger station at Delhi Sadr by a new station near the Ajmere 
Gate overbridge. 

58. Vizagapatam Harbour Scheme. — Good progress was made with 
the work on the Vizagapatam Harbour construction during the year. The 
rock breaker and dipper dredger, mentioned in last year’s report, arrived 
and started work in 1926 and the large suction dredger, which was built 
at Renfrew, Scotland, arrived in January 1927. The latter was at once 
put to work on deepening the channel from the sea into the harbour but un- 
fortunately it met with a serious accident. During a storm in March the 
vessel broke away from her moorings and went aground. Considerable 
difficulty was experienced in getting her off and owing to the rough weather 
prevailing at the time she was rather badly damaged. Later, the vessel was 
towed to Calcutta and arrangements made for repairs which it is hoped will 
be completed by September. Though the dredging of the harbour will be 
unavoidably delayed on account of this accident, work on the other portions 
of the scheme is being vigorously pushed forward. Prcigress is well ahead 
of the programme on the sinking of the monoliths for the quay wall about 
a third of which has been completed. Besides the works comprised in the 
original scheme, the construction of a separate manganese wharf and stores 
godowns has been sanctioned and taken in hand. As a re.sult of investiga- 
tions carried out by a malarial expert measures are also being undertaken 
for the prevention of malaria in and around the harbour area. 

59. Working ot Railways in the Cawnpore Area. — I'our railways meet 
at Cawnpore, viz., the East Indian, Great Indian Peninsula, the Bombay, 
Baroda and Central India and the Bengal and North-Western and they have 
hitherto had independent station yards of their own. The great increase in 
interchanged traffic has rendered this arrangement most unsuitable and ex- 
pensive, resulting in much delay and over-lapping and duplication of work. 
A special officer was, therefore, deputed to look into the problem with a 
view to devising a co-ordination of railway facilities at Cawnpore by which 
more expeditious and economical working could be secured. As a result of 
this investigation a scheme estimated to cost Rs. 77,00,000 was drawn up 
and sanctioned in September 1926. 

60. Long distance passenger traffic of the Bombay, Baroda and 
Central India Railway at Belassis Road. — In 1925, the Railway Board 
appointed a special ofTicer to enquire into the whole question of the terminal 
facilities in Bombay. As the present terminus of the Bonilmy, Baroda and 
Central India Railway at Colaba is to be closed in cxjnnection with the 
development proposals of the Bombay Improvement Trust, it was necessary 
to find a new site for it. Iffie question arose whether a new station .should 
be built at Belassis Road for this traffic or whether the Bombay, Baroda and 
Central India Railway should share Victoria Terminus with the Great Indian 
Peninsula Railway for long distance traffic. 

If it were a question of starting Lresh with a clean sheet, there is little 
doubt that great economies could be effected by dealing with all the main line 
passenger and parcel traffic from and to the great areas served by the 
Great Indian Peninsula and the Bombay, Baroda and Central India Rail- 
ways in one well-equipped and centrally situated terminus in Bombay. The 
expenditure on platforms, waiting rooms, booking offices and other amenities 
as well as office accommodation and supervision, which has largely to be 
duplicated in two terminal stations, is an important factor in the general 
working of the railway for which no direct return is obtained. But to deal 
with this traffic satisfactorily from the point of view of the public, it is 
essential that a single terminus should be sufficiently central to avoid incon- 
venience to passengers either in arriving or departing. Railw<ay business 
depends, however, for its prosperity very largely on avoiding inconve- 
nience to the public and in the case of Bombay there is good ground for 
believing that Victoria Terminus is not so centrally situated as to be the 
most convenient site for a joint terminus for both railways. The special 
officer’s investigations supported the view that at present Victoria Terminus 
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is on the whole more distant from the bulk of the population tlian Belassis 
Road, the advantage in favour of the latter station being about half a mile. 
Of the various Chambers and Associations consulted, 9 were in favour of a 
separate station at Belassis Road and 3 in favour of the combined station. 

In deciding the question it was nece.ssary to consider the direction of 
tlie future development of Bombay. Whereas in the southern part of the 
island there is the Back Bay Reclamation, which, if it were to result in a 
large residential population settling on the new land near Colaba, would 
move the centre of gravity southwards, various schemes in hand or in con- 
templation rely on the movement of residents in the opposite direction, and 
taking all schemes together it is practically certain that the centre of gravity 
will not move southwards. 

A very important point, however, which intiueneed the final decision 
was the lack of space at Victoria Terminus for future extension. Although 
it would have been possible to find room at Victoria Terminus for the present 
long distance traffic of both railways, the provision for the future normal 
increase in such traffic wc^uld have necessitated very heavy expenditure. 
Moreover the land for the Belassis Road Terminus had already been acquired, 
and, as the further necessary expenditure in connection with the work 
was estimated at Rs. 53 lakhs, it was decided that the preferable course 
was to provide a separate new Terminus for the Bombay, Baroda and Central 
India Railway. The work has therefore been put in hand. 

61. Dismantlement of the Arakan Light Railway In view of the 

unsatisfactory financial results of working the Arakan Ligld Railway, an 
isolated line of some 18 miles in length on the 2' 6" gauge in the we.st of 
Burma, combined with the absence of any prospect of improvement in future 
and the fact that the line; was in a bad state of repair, the Government of 
India with the apj)roval of the Secretary of State bought out the line on 1st 
April 1926 from the Liquidators of the Arakan Light Railway Company 
and decided to dismantle it. The dismantlement is in progress at present. 

62. Rules for the preparation of Railway Projects. — In view of the 
large programme of new construction now in hand and contemplated, 
it was considered necessary during the year to revise the orders relating to 
the preparation of project reports and estimates to ensure uniformity in the 
method of examining and estimating for new projects. The existing orders 
were contained in a technical paper issued by the Railway Board but had not 
the character of authoritative rules binding on all Railway Administrations. 
Moreover, they contained a good deal of matter which was in the nature 
of advice rather than rules. A revised and up-to-date edition of the rules 
has, therefore, Ix^nn prepared and issued, and with it a supplement, in the 
shaj'e of a technical paper, in which have been embodied those parts of the 
matter in the earlier papiu’ wliich were in the nature of advice, as well as 
additional advice, more especially on the estimation of traffic earnings and 
working expenses. An important principle embodied in the new rules is 
that the results of the traffic survny, to winch is now given the greater pro- 
minence it merits, are made the basis for fixing the standard of construction 
to be adopted. 

63. Revision of the rules for the acquisition of land for new rail- 
ways.— Further, in consequence of the serious rise in the price of land during 
recent years, the Railway Board have had under consideration the need for 
revision of the instructions regarding land widths to be taken up for railway 
constructions, with a view to reducing, to a minimum, the amount of land 
to be acquired. After careful consideration of the question, the Railway 
Board came to the conclusion that the land widths prescribed previously 
were in excess of the minimum requirements compatible with safety. They 
accordingly issued, in February 1927, revised tables of land widths to be 
adopted in the case of all future constructions, in which the amount of landi 
to be acquired has been substantially reduced. 
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CHAPTER IV. 

TRANSPORTATION AND WORKING. 

64. Operating Statistics. — Last year’s report explained that a com- 
plete review of the extensive business of a railway is difficult unless the 
operations are reduced to comprehensible terms by means of statistics. It 
was also mentioned that statistics are not only intended to register ^ood 
results but to indicate the directions in which improvements are iK'('d('d. 

Bic.s'ine^^s handled . — The first thing to notice is the work done or business 
handled by the railways during the year. This is best ex|>ressed by the 
terms net ton miles and passenger miles, wdiich mean the number of tons or 
passengers carried multiplied by the distance over whicli tbev arc moved. 
The figures for Class T Railways, which alone account for about 97 per cent, 
of the total traffic of all Indian Railways, anm — 











j Class 1 — Kailvavs, all 

GaUOEB (IV THOr^ANDS). 










1921-26. 

1925-2G. 

1926 - 27 . 

PorcciitfiBre 

iiicrcftso or 
(IctToaso 
coin pared 
witli 1925-26. 

Net ton miles 

, 

, 


. 

• 


• 


21,06.1,081 

19,661,723 

20 , 103,214 

1 2-2{ 

Passenger miles 

• 

• 


• 

• 

• 

• 

• 

19,102,445 

19,512,534 

1 

19 , 603.413 

-1 0-47 


Service Performed . — The next thing to notice is the service performed 
in handling the business, in other words, the train miles run. Statement 17 
in Volume II gives the train and engine miles of Class I Railways and 
statement 36 gives similar information for Class II and III Railways. The 
train miles are shown separately under passenger, mixed, goods and depart- 
mental. The engine. miles are shown under shunting, assisting required, 
assisting not required, light and departmental. Assisting required miles 
are the miles run by engines attached to trains for banking or assisting 
purposes. Assisting not required miles are the miles of engines in steam 
which are attached to trains to prevent their running light, and which are 
not required for banking or assisting purposes. By ‘ departmental ’ 
is meant that the service is for the exclusive use of Railway material or 
lemployees. The following table shows the jiassenger and goods train miles 
for the last 3 years : — 



CUiBS 

I — Raelwats, Broai> Gauge ! 

(in thousands). j 

Class I — Railways, Metre Gauge 
(in thousands). 


1924-25. 

1926-26. 

1926 - 27 . 

Percentage 
of varia- 
tions with 
1926-26. 

1924-26. 

1925-2(3. 

1926 * 27 . 

Percentage 

of varia- 
tions with 
1925-26. 

Passenger train miles 

49.084 

61,787 

66,211 

-j 8'B 

14,864 

15,650 

16,452 

+ 61 

‘Ooods train miles 

43,472 

40,888 

40,504 

—07 

14,129 

14,349 

14,600 

+ 1-7 


There was thus an increase of over 8 per cent- in passenger train miles 
.on the broad gauge and of 5 per cent, on the metre gauge. The goods train 
miles on the other hand have not varied much in the last two years. 

Average speed . — The average through speed of passenger trains on the 
broad gauge has increased from 19-5 to 19-9 miles per hour and of goods 
trains from 9*58 to 9-84. The average through speed is the average speed 
of a train from start to finish inclusive of stops en route. 

D 9 
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A verage load . — -The average number of tons carried in goods trains on 
the broad gauge has advanced from 372 to 381 tons. As a result of these 
improvements in speed and load of goods trains the comprehensive figure 
of gross ton miles per train engine hour has increased from 7,368 tons to 
7,725 tons, an increase of 4-8 |)er cent- The average number of tons per 
metre gauge train has increased from 155-8 to 156-7 and the gross ton miles 
per train engine hour on the metre gauge from 3,118 to 3,176. 

Tlie average number of tons per wagon on the broad gauge has increased 
from 12-6 to 12-0 and on the metre gauge has remained stationary at 6^ tons. 

Engines . — The engine miles per day per engine on the line have ad- 
vanced considerably on the broad gauge from 57-8 to 76-2 miles and on the 
metre gauge from 63-3 to 65-4 miles, thus indicating that greater use has 
been got out of the engines. At the same time the percentage of engines 
under or awaiting repairs in mechanical workshops and transportation sheds 
has decreased on the broad gauge from 22 7 to 2T0 and on the metre gauge 
from 19-4 to 19-0. 

Rolling Stock . — The percentage of passenger vehicles under or awaiting 
repairs has decreased from 15-9 to .13-4 on the broad gauge and from 
12-0 to 11-1 on the metre gauge. 

The average daily number of unserviceable goods wagons on the broad 
gauge has dropped from 9,800 to 8,818, and on the metre gauge from 4,188 
to 3,980. These decreases are due to the improvements effected in the 
arrangements for repairs of rolling stock and the effect is that there were 
nearly 1,000 more wagons available for use daily on the broad gauge and 200 
on the metre gauge. The average percentage of unserviceable wagons to the 
total goods stock dropped from 6-62 to 5-78 on the broad gauge and from 
6 92 to 6-41 on the metre gauge. 

Shunting engine miles . — The shunting engine miles of the last three 
years compare as" follows, shunting being reckoned at 5 miles to the hour : — 



Class I — Railways, Broad Gauob. 

Class I- Railways, Metre Gauge, 





Pereont- 




Percent- 


1924-25. 

1925-26. 

1926 - 27 * 

age of 
varin- 

1924-25. 

1926-26. 

1926 - 27 . 

age of 
varia- 


(in thousands.) 

tions 

with 

1925-26. 

(in thousands.) 

tions 

with 

1925-26, 

Passenger and proportion of mixed 

8,600 

3.679 

3,404 

— 7-5 

1,425 

1,600 

1,604 

+0-3 

Goodn and Proportion of mixed 

10,638 

17,543 

16,807 

_ . 1 

—0-37 

6,826 

6,779 

1 6,707 

—1-1 


In consequence of this general reduction in shunting engine mileage 
the percentage of shunting miles to train miles again shows a decrease in 
every case. I 



Broad Gauge. 


Mktrk 

Gauge. 



1921-26. 

1925-26. 

1926 - 27 . 

Percentage 
of varia- 
tions with 
1925-26. 

1924-25. 

1925-26. 

1826 - 27 . 

Percentage 
of varia- 
tions with 
1925-20. 

Shunting miles per 
lOO train miles 
(Passenger and 

proper tion of 

mixed.) 

6-65 

6*46 

6’62 

—13-0 

6*92 

6*85 

6*64 

—3*09 

Shunting miles per 
100 train miles 

(Goods and pro- 
portion of mixed.) 

42-6 

40-6 

38*7 

— 198 

32-9 

32-3 

31*8 

—1*55 
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65 . Among individual railways the following results call for notice. 

Eastern Bengal Raihvay. 

The average net load of a goods train has increased from 352 to 360 
tons on the broad gauge and from 169 to 185 tons on the metre gauge. The 
net ton miles moved per wagon day have improved from 136 to 155 on thq 
broad gauge and from 94 to 105 on the metre gauge. 

Owing to its short leads, numerous transhipments, terminals and junc- 
tions and its short average distance between stations this railway has always 
had a very high percentage of shunting miles to train miles. During the 
past three years special elTorts have been made to reduce shunting engine 
hours by the use of Servis recorders and marshalling yard statistics. The 
results achieved have been satisfactory as the following figures show : — 


Year. 

1924-26 





ShuTitinjg niilos [x.*i* 
IJrontl Gaii^^e. 

1121 

100 train inilos — Good.n. 
Metre Oaug’e, 

69-4 

1925-26 

. 



, 

93-3 

69-9 

1926-27 . 





86-0 

69-2 


In vehicle oil consumption the broad gauge figures show a considerable 
improvement during the past two years. 

Pints of oil consumed per 1 ,000 vehicle miles. 

1924-25 6-37 

1926-26 2-97 

1926-27 2-24 

The metre gauge figures have remained at about 1-27 pints per 1,000 
vehicle miles during the past three years, which figure compares favourably 
with other metre gauge railways. 

East Indian RaiUray. 

The average net load per goods train has increased from 417 tons to 
434 tons. The percentage of shunting miles to train miles has fallen from 
5 6 to 4-5 in Passenger service and from 4T8 to 410 in Goods service. 

Great Indian Peninsula Railway. 

Train miles per day per engine in use have increased from 141 to 149 
miles. The percentage of shunting miles to train miles has been reduced 
from 14-3 to 13T. The average net load per goods train has increased 
from 320 tons to 325 tons. 

North Western Railway. 

The percentage of shunting miles to train miles shows a reduction from 
9 7 to 7-3 in Passenger service and from 37T to 35-8 in Goods service. 

Engine miles per day per engine on the line have increased from 48 9 to 
55-8 miles and per engine in use from 90-3 to 97- 1 miles. 

The average net load of goods trains has advanced from 343 to 372 tons. 

The average wagon load has risen from 10-9 tons to 11 -.5 tons, and the 
net ton miles per wagon day from 237-9 to 244-4 miles. 

66. Fuel Economy. — Fuel economy has been receiving special consi- 
deration during the year under review. The attention of railways has been 
drawn to various possible sources of wastage, and, in order to effect 
economy in every possible way, each of the State-worked railways has placed 
an officer on special duty together with fuel inspectors and other staff. 
Their duties are to devise, and put into operation, measures for the preven- 
tion of loss in fuel during transit and when stored at locomotive sheds, also 
to ensure the better utilisation of fuel issued to locomotives, and to instruct 
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the engine staff how to perform their duties in a manner most likely to ensure 
efficient and economical consumption of coal. The larger of the Company- 
worked railways have also instituted similar methods to ensure economy 
in fuel and, of these, the Madras and Southern Mahratta Railway was 
early in the field with very good results- As soon as further experience has 
been accumulated a committee will be appointed To consider the progress 
made on different railways and suggest the lines along which the energies 
of tlie special staff appointed can best bo directed to obtain the most fruitful 
results. 

A committee appointed by the Indian Railway Conference Association 
is considering the question of the most suitable design of coal -handling 
plant for locomotive sheds. The adoption of such plant at stations where 
the consumption is sufficient to warrant it, is ex})ected to conduce to further 
economies. 

The residts of these special efforts so far obtained have been encouraging 
and, with the increased attention that is being paid to this feature of railway 
operation and, also, with the conversion of saturated locomotives to super- 
heater, it is hoped that still further improvement will result. 

The total fuel consumption on Class I Railways dro})ped from 6,610,361 
tons in 1925-26 to 6,494,188 in 1926-27 a decrease of 116,173 tons, in spite 
of an increa.se in train and engine mileage of 6^ million miles. 

The following are the figures of Class T Railways for the last three 
years ; — 


■ ■ ■■ n 

Lbs. of coal consumetl 
per 1000 gross ton 
miles (Passenger and 
proportion of mixed). 

Lbs. of coal consnmed 
per 1000 gross ton 
miles (Goods and 
pi'oportion of mixed). 


Broad Gauge. 




1921-25 


• • 

206-4 

148-5 

1925-26 

. 

• 

190-3 

142-9 

1926-27 . 

. 

• 

185-5 

139-4 

Percentage decrease 
with 1925-2f). 

ill coal consumptioii 

compared 

2-52 

2-45 


^etre Gauge. 




1924.-25 

• • 6 • 

• 

194-8 

159-3 

1925-26 


• 

194-8 

158 9 

1926-27 . 


. 

189-7 

154-4 

Percentage decrease 
with 1925-26. 

in coal consuraption 

compared 

2 62 

2-83 


Narrow Gauge. 




1924-26 

• ♦ • 

• 

414-0 

455-0 

1925-26 

• » 9 • 

• « 

406-8 

4-26- 1 

1926-27 . 


• 

393-0 ' 

1 379-2 

Percentage decrease 
with 1926-26. 

in coal consumption 

compared 

3-39 

10-8 


Note. — The fiffnres for 1924-26 and 1925-26 differ from thoee quoted in ]previous reports in that 
it has no'a been decided to include the coal used for lighting up engines in addition to the coal 
used by engines during their run. 
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On individual railways the principal reductions were as follows : — 


Bombay, Baroda and Central India Railway . 

The lbs- of coal consumed per 1,000 gross ton miles fell on the broad 
gauge from 199-5 to 180 1 lbs., (Passenger service) and from 120-5 to 
114-7 lbs. (Goods). On the metre gauge the consumption was reduced from 
218-6 to 197 lbs. (Passenger) and from 156-2 to 145-1 lbs. (Goods). 


Eastern Bengal Railway. 

The coal consumption shows a considerable improvement both on the 
broad gauge and metre gauge- The figures are ; — 


Lhs. of coal consumed per 1,000 gross ton miles. 



Hroad 

Gauge. 

Metre 

(5 AITGK. 


1925-26. 

1928-27. 

1925-26. 

1926-27. 

Passenger and proportion of mixod ..... 

235-1 

206*8 

•2U-G 

199-1 

Goods and proportion of mixed ..... 

182*2 

114-8 

161-9 

140-0 


East Indian Railway. 

The consumption per 1,000 gross ton miles was reduced from 171 -8 to 
164 lbs. in Passenger service and from 127-7 to 121-7 lbs. in Goods scr\ ice. 


Jodhpur Railway. 

The lbs. per 1 ,000 gross ton miles fell from 211-9 to 191 -5 lbs, (Passenger) 
and from 184-2 to 169-6 (Goods)- 

Madras and Southern Mahratta Railu'ay. 

Compared with 1925-26 the coal consumption has fallen on tin- metre 
gauge, but risen slightly on the broad gauge. 


Z>/ps*. of coal consumed per 1,000 gross ton miles. 



PaB^ngor. j 

( M )Oil B. 


1926-26. 

1926-27. 

1926-26. 

1926-27. 

Metre Gange ........ 

183-6 

174-9 

189-3 

184-3 

Broad Gauge ....... 

157-2 

163-4 

124-4 

125-5 

1 


A comparison with 1919-20 figures, however, shows that during 1926-27 
22,657 fewer tons of coal were consumed over the entire system in spite of 
an increase in train and engine mileage of over two million miles. 
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His Exalted Highness the Nizam's Guaranteed State Railways. 

A fall is recorded on the metre gauge from 285 to 278-7 lbs. (Passenger) 
and from 184-6 to 169-7 (Goods), while on the broad gauge consumption fell 
from 153-2 to 138-2 lbs. on Goods service and remained stationary at 190 lbs. 
on Passenger service- 

South Indian Railway. 

The coal consumption has slightly fallen except on the broad gauge 
(Passenger service) the figures being: — 


TJ)s. of coal consumed per 1,000 gross ton miles. 




Passenger. 

Goods. 



192n-26. 

1926-27. 

1925-26. 

1926-27. 

Metre Gauge 

. 

2<J0 6 

200-0 

185*9 

1341 

Inroad Gauge 



1 76-7 

181-e 

160*7 

161-1 


67. Running of passenger trains. — Last year’s report explained that, 
while it is necessary to leave to individual administrations the details of 
running of trains, the Knilway Board review the position periodically by 
means of statistics. Tt was also mentioned that the heavy programmes of 
renewals and schemes for improvements interfere seriously with the punctual 
running of trains and it is by no means an easy matter to reconcile the con- 
flicting interests. 

From the figures given below for Februarv 1927 it will be seen that the 
general position on Class I Railways remains much the same as in 1926, in 
which year there was a considerable advance over 1925. Every effort is 
however being made by Railway Administrations to improve on these figures. 



Pehciimtage ov trains arriving bight 
time or 1/rss than 10 minutes la.te 
lO number of trains bun. 

All Trains. 


Mai) and 
important 
tlirongli 
trains. 

1 

Mixed 

trains. 

Suburban 

1 trains. 

1 

Other 

passenger 

tmius. 

Percentage 
of trains 
arriving 
right time 
to nninbi'F 
of trains 
run. 

Percentage 
of trains 
arriving 
under 10 
minutes 
late to 
number of 
trains run. 

Percentage 
of trains 
arriving 
right time 
or less than 
10 minutes 
late to 
number of 
trains run. 
(Column 6 
-f- 

Column 7) 

1 

2 

3 

4 

5 

6 

7 

8 

Broad Gauge, 








February 1926 


81-6 

08-6 

82-4 

71*8 

16*4 

88-2 

February 1927 


84-4 

87*6 

83-7 

73-6 

’ 

15-4 

89*0 

Metre Gauge, 




1 




February 1926 

74*8 

77*4 

95-8 

00 

70*5 

11*2 

81-7 

February 1927 

72-2 

77-1 

93*8 

89*1 

68*2 

13-4 

81*6 


68. Great Indian Peninsula Railway Electric Service — The electri- 
fied service between Victoria Terminus and Thana, md the Harbour Branch 
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was opened for public traffic on the 21st June 1926 and between Victoria 
Terminus and Thana, vid the main line on 1st November 1926. 

This service has shown considerable development during the year. In 
^February 1927, 2,040 electric trains and 600 steam trains were run on the 
main suburban section up to Thana and 5,700 electric trains on the Harbour 
Branch . 

As the train service increased the consumption of watt hours per ton 
mile decreased and the present figure is comparable witli that obtained on 
similar electric systems in other parts of the world. 'Fhe exteot of delays 
to traffic due to defective trains has fluctuated during the year, being highest 
in July and November, probably due to the introduction of 4 new motor 
coaches on 21st June and 6 new motor coaches on 1st November. Tlicre have 
been 34 faults on the overhead equipment during the year, 27 of which were 
caused by birds. Bird protection has now been installed throughout. 


Details of traffic on the Harbour Brandi during 1926-27 as compared 
with 1925-26 are as follows : — 


1 

Train iniloR per day. 

1 

No, paHBGTig’ors. 

Karnliij^a. 

j 

1 

1 

I 


Tls. 

1926-27 

2,921 

16 , 220,076 

13 , 10,889 

I 

1925-26 

740 

4,844,24,4 

3,17,755 

Increase ...... 

1 2,181 

1 

n,. 37.5, 832 

993,134 


It must be noted however that the apparent increase in numbers and 
earnings does not for the most part represent new tralfic but existing traffic; 
diverted from the Great Indian Peninsula Kailway main line and the 
Bombay, Baroda and Central India Railway Figures of Bomliay Local and 
suburban traffic on the Great Indian Peninsula and Bombay, Baroda. and 
Central India Railways for the last 3 years are given below : 


1924- 25 

1925- 26 

1926 - 27 


Number of Passenc^erx carried. 


Bombay, Baroda and. 
Central Tndia I 
Uailwa v. 


Great Indian 
Peninsula Railway. 

0 

25,605.771 

28,262,512 

31 , 797,361 


40,961,298 
40,31 !'),8 16 

38 , 918,616 


T OTAL. 

66,567,069 

68,568,328 

70 , 715,967 


69. Road Motor competition. — As has heen the experience in other 
countries, Railways in India are beginning to feel the pressure of road 
motor competition. At present this is especially felt in the neighbourhood 
of large cities and suburbs but in some parts of the c’onntry motor services 
which parallel or short circuit railway routes have also made their 
appearance. 

The general policy adopted by Railway Administrations is to meet such 
competition by endeavouring to afford to the public equal or l)etter railway 
service than road transport can give while taking full advantage of the 
additional business brought to the railways by such motor transport as can 
act as feeders or distributors. 


1) a 
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In Bombay the introduction of new motor bus services which chiefly 
cater for the better class of passengers has slightly affected the 1st and 2nd 
class traffic of the Bombay, Baroda and Central India Railway. 

In and around Calcutta motor bus competition has been particularly 
active on some of the suburban sections of the East Indian and Eastern 
Bengal Railways. Detailed statistics are being maintained of all such 
competitive services and the matter is being closely watched. 

The earnings of the Kalighat-Falta Railway in Bengal have been 
seriously affected in the last 2 years by motor buses plying on the District 
road alongside the railway. Similarly the Burdwan-Katwa Railway re- 
ports a falling off in passengers due to competition with motor buses on the 
road which runs close to the line. 

In Rangoon the number of suburban passengers has been steadily 
decreasing in the past 3 years owing to the extension of the electric tramway 
service and motor buses. 

With regard to other traffic the Great Indian Peninsula Railway reports 
that there are about 36 motor services competing for passenger traffic on 
different parts of the railway. 

The Madras and Southern Mahratta Railway attribute the decline in 
their upper class earnings to the fact that private motor cars are being 
increasingly resorted to. 

In the area served by the North Western Railway road motor traffic is 
rapidly developing in many places, especially between Kalka and Simla, 
Lahore and Amritsar, Amritsar and Batala around Jullundur, between 
Kohat and Peshawar, Kohat and Bannu and along the Khyber Railway. 

On the South Indian Railway additional shuttle services were intro- 
duced between Madras and Conjeevaram on the metre gauge to compete with 
road motor services and some additional trains were also introduced on the 
Travancore Railway. 

On the Rohilkund and Kumaon Railway motor bus competition has 
been felt along the Bareilly-Kathgodam road and an extra train has been 
put on to meet this. 

Among the many methods of meeting road competition one instance may be 
mentioned in which the East Indian Railway introduced an experimental 
rail omnibus consisting of a bogie 3rd class carriage and a small engine 
from 1st December 1926 between Katrasgarh and Phularitand on the Asansol 
Division. The purpose of the rail omnibus is to serve short distance traffic 
by picking up and setting down passengers at level-crossings and elsewhere, 
tickets being issued on the train by a Conductor- Up to 31st March 1927, 
4 trips in each direction were made daily and over 6,000 passengers per 
month were carried by the rail omnibus. It is intended to extend the service 
to Dhanbad and also to institute a similar service between Dhanbad and 
Pathardih ind Jherriah. 

On other Railways similar experiments have been made after carefully 
studying the local requirements of passengers and in some cases it has been 
found necessary to replace the ‘ rail omnibus ’ by a full length train in order 
to meet the development of traffic effected. 

Experiments have also been in progress with self propelled coaches such 
as the ‘ Sentinel ’ and during the year enquiries were prosecuted in Great 
Britain and America regarding experimental work of this kind in those 
countries. The problem of finding the most suitable power unit for this 
class of work is one which continues to engage close attention. 

70. Imperial Indian Mail. — From 5th November 1926 a new standard 
of travel was instituted in India by the commencement of the improved 
weekly mail service between Bombay and Calcutta in connection with the 
inward and outward English mail. Two new rakes have been provided for 
this service by the East Indian Railway and Great Indian Peninsula Railway 
and the train has been called the ‘ Imperial Indian Mail ’. The accommo- 
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dation provided is equal to that on the most modern European through 
services and with sleeping accommodation, a dining car, baggage van and 
special attendants, passengers by this service can accomplish the journey 
in great comfort. Under a business arrangement with the Peninsular and 
Oriental Steam Navigation Company booking of seats in this train is 
arranged in advance in London for the outward journey and in Calcutta 
for the homeward journey — an additional fee of Rs. 25-8-0 being charged 
over the ordinary first class fare. 

71. Vacuum Brake for doods Trains. — For some years after the intro- 
duction of the vacuum brake on broad gauge wagons on Indian Railways it 
was only used partially and progress in extending its use was slow during 
the war period when materials were not easily available. It was evident 
however that the full value of this equipment could not be obtained so long 
as the paucity of wagons fitted prevented its tisc throughout a train- The 
Railway Board therefore impressed on all broad gaugt^ Railway Adminis- 
trations the importance of increasing the number of goods wagons equipped 
with vacuum brake with a view to running all goods trains with vacuum 
brake throughout from engine to brake van. The matter has also l)een taketi 
up by the Indian Railway Conference Association and a system of ])enaltie8 
.was devised in regard to the interchange of wagons not properly equipped. 
The advantages of this method of operation are briefly : — 

(a) enhanced safety in train operation with better control and greater 

confidence to the driver; 

(b) improvement in train speeds ; 

(c) through communication between guard and driver rendering it 

possible for the guard to apply the brake in case of emergency ; 

(d) reduction in brake van tonnage on Ghat sections with correspond- 

ing increase of paying freight; 

(e) longer life of the rubber fittings of the brake as the brake is in 

, continuous operation and the fittings do not deteriorate through 

disuse ; 

(/) localisation and prevention of theft of vacuum fittings. 

It is satisfactory to record that the efforts of the Board and of Railway 
Administrations have now resulted in the majority of broad gauge goods 
trains being equipped with the brake throughout. The figures for the month 
of March 1927 were as follows : — 


Percentage of goods trains run ivith through 


vacuum 


tJirov ghout . 


Bengal Nagpur . . . . . . . . . 85*2 

Bombay, Baroda and Central India ..... 99*1 

Eastern Bengal 81*8 

East Indian .......... G9‘0 

Great Indian Peninsula ....... 99*2 

Madras and Southern Maliratta . . . . . . 99*5 

North Western . . . . . . . . . 97*7 

South Indian ......... 99*4 


72. External train lighting. — Since 1925 Railways have been experi- 
menting with external lighting of trains. This system serves to augment 
the lighting of platforms of small roadside stations and thereby is of 
assistance to passengers, especially at stations with low or rail level plat- 
forms. It further provides an additional safeguard against trespass into 
ladies’ compartments, and is of assistance in the prevention of train robberies 
and a deterrent to trespassers on the off side of trains when in stations. 

Certain carriages on each train are fitted with two or more', electric 
lights on either side. By means of an automatic device these lights are 
switched on whenever the speed of the train falls below a certain speed and 
remain on imtil the train again exceeds that speed when they are automati 
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cally switched off- It is proposed to extend the use of this device and a 
number of additional trains are being fitted. 

73. Working ol the wagon pool.— The question of continuing the broad 
gauge wagon pool was considered at the meeting of the Indian K«,ilway 
Conference Association in 1925 and the following resolution was passed: — ^ 

I’hat the continuance of the wagon pool be now regarded as a settled 
policy subject to such additions and amendments as may from 
time to time be approved by the Indian Railway Conference 
Association.” 

Reference was made in the report for 1925-26 to the difficulty of dis- 
posing of the em|)ties which, at certain times of the year, were surplus on 
every Railway. By reason of these surpluses certain railways incurred hire 
charges on foreign wagons which they did not immediately require and on 
which it would be unfair to charge hire. To remove this anomaly the 
Operating Committee for Interchange decided that with effect from 1st 
January 1926 — 

(1) a Railway should only be called upon to pay hire on a debit 

balanc.e which it has incurred to meet the needs of its traffic- 
and under no circumstances should a Railway be called upon 
to pay hire on a debit balance which it does not require. 

(2) The hire due from each debtor Railway which has incurred debits 

for the needs of its traffic should be divided among other Rail- 
ways which (lid not need a debit at the time in proportion to 
the stock which they own. 

Commercial Departments of Railways continue to make use of the Car 
Record Section for tracing wagons. Information is available within ten 
days of the date of interchange showing on which Railway any wagon is 
located. The misuse of non-pooled stock during the year showed a substan- 
tial decrease and the return of a railway’s non-pooled stock to its oven line 
was on the whole expeditious. The return of wagons due for periodical 
overhaul to the Home line continues to be satisfactory. 

The beiu^fits ho[)ed for from neutral control of wagon examination at 
interfhange junctions under the Director of W.agon interchange have mate- 
rialised in the shape of speedier adjustment of l)ills for damages and defi- 
ciencies, more expeditious movement c^f stexh through junctions, larger 
stocks of repair matei'ial and consequent better condition of sto(?k due to 
repairs being attended to at once, and consequent avoidance of stripping of 
materials from (me wagon in order to repair another. 

The anmunt of bills against pairs (J Railways have decrea.sed to a very 
appi-eciable extent as will be seen from a comparison of the following figures 
on account of wagons interchatiged at junctions where neutral control is 
established. This indicates that wagons as a whole were in a much better 
running condition than in the previous year. 


YKAR ENDING. 


JrNK 30 th, 1926. 


JuNB 30 th, 1926. 




Total amount of bills on 
accoTint of damapea 
and deficleiK io8. 

Total Interchange. 

Total amount of bills on 
aeconnt of damages 
and deficiencies. 

Total Interchange. 

Rs. 2,18,65,999 

448,261 

Rs. 1,47,80,976 

521, .345 

Average per wagon. 

Rs. 48-8 


Rs. 28-4 


fKat is, n reduction of 48*8 per cent, in the average debit for the year ending June 30, 1925, 


TRANSPORTATION AND WORKING. 


51 


Neutral control of wagon examination is now in force at the following 
interchange junctions : — 

Ghaziabad, Delhi Sadar, Khanalampura, Agra East Bank, Chheoki 
and Nagpur, 

and discussion is in progress regarding its introduction at Naihati, Raichur, 
Wadi and Asansol at an earlj'^ date. ' 

A Sub Committee was appointed by the Indian Railway Conference 
Association during the year to consider whether a more equitable method was 
practicable for accounting for interchange at junctions. The recommenda- 
tions made by this Sub-Committee were accepted by the Operating Committee 
with the result that in future the interchange account at junctions will be 
based on actual figures of detention instead of on an arbitrary allowance of 
16 hours per wagon. 

74. Coal Department. — In 1926 the coal mined in British India 
amounted to 20,093,024 tons against ,19,969,041 tons in 1925 or an increase 
of 123,983 tons. 

The total quantity of coal despatched from the main coalfields in India 
by Railways was as follows : — 

lone, 

Umaria 108,109 

Singreni 320,787 

Pencil Valley 416,708 

Bengal, Bihar and Oris.sa Collieries .... 19,080,092 

Of this amount the East Indian and Bengal Nagpur Railways despatched 
19,719,563 tons, i.e., East Indian Railway 13,411,401 tons and the Bengal 
Nagpur Railway 6,308,162 tons. 

Including bunker coal, shipments fiom the Port of Calcutta to Indian 
and Foreign Ports during 1926 27 arnoxmted to 3,092,342 tons, of which 
414,246 tons was on account of Railways as compared with 437 276 tons 
in 1925-26. ’ ’ 

The State Railways’ Coal Department inspected 6,578,378 tons of coal 
during 1920-27 as compared with 7,026,729 tons in 1925-26. 

Railway (Collieries . — The total output from the principal Railway 
owned collieries for the last two years was : — 


Name of Colliery. Owned by* 

Bokharo- Ram garb , . . K. I. & B. N. 

Kurburbaree and Seramporc . K. I. . 
KargfiU * . . . G. I. P. . 

Mohpani . • • . O. I. P, • 

Sawang . . . E. I. & B. N. 


Total output (in 
tons). 


Distribution in 1926-27 (in tons). 


1925-26. 1926-27, K. I. li. B. N. R. E. B. K. G.l.P.R. 

721,376 652»068 311,026 321,432 

763,622 7 56,31 9 546,785 ... ... ... | 

606,439 6 78,511 118,198 124,255 436,081 

76,514 19,837 ... ... ... 49,837 

68,602 56,427 ... 49,073 


SalcH and 
coiistimp- 
tion at 
Colliery. 


19,010 

208,534 


7,354 


Kargali. — {a) Central Power Station . — During the year the Central 
Electric Supply Station was completed and tests on the electrical side gave 
every satisfaction. Considerable trouble however has been experienced up to> 
date with the type of stoker installed. 

The high tension transmission line has been completed as far as 
Jarangdih and the electrification of both Kargali and Jarangdih Collieries is 
well in hand. 
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Arrangements are being made by the East, Indian Railway to tap the 
main transmission line where it traverses their property and it is expected 
that power for the Bokaro Joint Colliery will be taken towards the end of 
1927. 

{b) Colliery . — At Kargali the introduction of the broad gauge line 
into the quarry itself has greatly facilitated the method of working and the 
flexibility and simplicity of the scheme admits of giving rapid and increased 
outputs if required. 

The two electrical winders at the main shafts are almost finished and 
underground development will start early next year. 

Mohfani . — The closing down of this Colliery has been rather a lengthy 
operation as considerable time was taken in withdrawing all the underground 
Plant and in flo<iding the workings to prevent fire- 

Preparations are now being made to hand over the property to the civil 
authorities. 

- Development work underground is proceeding satisfac- 
torily both in the Sirnana and Nakari Seams and immediately the rail con- 
nection is made, the Colliery will be in a position to commence despatches. 
It is expected to des|)atch 120,000 tons of coal to the North Western Railway 
during 1927-28. 

A Power House of 1,000 K. V. A. capacity is now being built to provide 
electric power both for Bhurkunda and Religara Collieries. The Station 
will be completed by the end of 1927. 

Jarangdih . — Both shafts have now been sunk to the main (Kargali) 
seam and a start has lx?en made on the underground developments. 

Considerable difficulty was experienced in driving roads in the vicinity 
of the shaft bottom as, at first, the strata was faulted and badly broken. 
'I’he {progress now is satisfactory as the seam has again resumed its normal 
structure and ‘ l^edding ’. 

The rail connection, Colliery siding and weighbridges were completed 
at the close of the year. Arrangements are being made to despatch 120,000 
tons to the Bombay, Baroda and Central India and Madras and Southern 
Mahratta Railways during 1927-28. 

Religara -Dari - — It has been decided to hold the development work of 
this Colliery in abeyance until a railway connection is obtained. 

Tale her . — All development work has been held in abeyance as the terms 
of the mining lease were not settled during the year under review. 
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CHAPTER V. 

ROLLING STOCK AND MATERIALS. 

76. Additions to equipment. — The equipment and the net additions to 
equipment during 1926-27 are summarised in summaries Nos. VIll and IX 
in Volume II of this report. The details for individual lines will be found 
in statements Nos. 10, 11, 33 and 34. 

During the year the following rolling-stock including arrears of previous 
years was on order for the broad and metre gauge railways : — 

Item. Broail Gauge. Metre Gauge. 

Ijocoinotives ...... 163 150 

Coaching stock ...... 3,490 1,026 

Goods stock ....... 7,971 5,676 

Against these orders the numbers placed on the line by the end of the 
year were as follows : — 

Item, Broad Gauge. Metre Gauge. 

liocomotives ....... 100 37 

Coaching stock ...... 1,474 400 

Goods stock ....... 5,429 2,807 

The numbers of coaching and goods stock are stated in terms of four- 
wheeler units. These numbers shown as placed on the lino do not, however, 
represent the actual net additions to the rolling-stock on railways, as many 
of the units were required to replace existing vehicles which had reached 
the end of their useful life. 

76. The following statement shows the net additions to or reductions 
of rolling-stock on Class I Railways during 1925-26 and 1926-27:- 



6' 6" OArOB. 

3' 

O auok. 

i 

1 

■ 1 

1926-27. 

1926-26. 

1926-27. 

1925-26. 

1 

Locomotives — 





Number .... 

—130 

—18 : 

—8 


Total increase or decrease in 
tractive effort in pounds, 
during the year. 

—289,887 

:^,099,2.51 

368,307 

408,190 

Coaching Stock — 



i 


Passenger carriages — 





Number .... 

201 

139 

93 

—2 

Seats. 





1 et . 

1,268 

379 

106 

65 

2nd .... 

785 

700 

462 

373 

Inter .... 

6,107 

3,607 

1 17 

1 

51 

Third .... 

26,360 

28,688 

1 7,487 

i 

2,940 
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6' 6" 

Gauob. 

3' 3i ' 

Gauge. 


1926-27. 

1925-26. 

1926-27. 

1926-26. 

Other coaching vehicles — 

Number . . • . 

307 

228 

16 

14 

Ooods stock — j 

i 

Wagons — 1 

Number . . • . 

Increase in capacity in tons . 

i 

1,837 

67,523 

4,779 

135,848 

1,445 

32,086 

I 1,668 

24,899 

Other goods vehicles — 

Number .... 

149 

1 

1 

) 

1 

—397 

88 

291 


•Locomotives on Class I Railways, Broad and Metre Gauge, thus 
decreased by 138 in number although there was an increase in the total 
tractive efTort of 78,420 lbs. This was due to the policy of steadily replacing 
condemned engines of low tractive efTort by modern engines of higher tractive 
effort and is reflected in the average tractive effort per locomotive which on 
the broad gauge rose from 21,226 to 21,717 lbs., and on the metre gauge 
from 12,352 to 12,530 lbs. 

The net addition to coaching vehicles was 204 passenger carriages and 
the increase in lower class seating accommodation was 37,961 seats. 1,874 
coaching vehicles of all descriptions, replacements as well as additions, were 
j)lace(l on the line during the year as compared with 1.478 in 1925-26. In 
addition 4,516 were on order during the year and will be placed on the line 
in subsequent years. 

The net addition to goods wagons amounted to 3,282 as against 6,447 
in 1925-26. The increase in carrying capacity amounted to 67,523 tons 
on the broad gauge and 32,086 tons on the metre gauge. 

77. Standardization of Locomotives. — Considerable progress has been 
made with the design and construction of the 8 new types of Broad and Metre 
Gauge trial locomotives referred to in last year’s Report and it is anticipated 
that they will be put into service during 1927. 

The Locomotive Officer on special duty with the Consulting Engineers 
has been in constant communication with the Locomotive Standards Com- 
mittee in India on all matters connected with the design and equipment of 
the new locomotives. He has also kept the Committee advised of the latest 
developments in locomotive practice and consulted them regarding those 
which might with advantage be incorporated in the locomotives now under 
construction. As a result these locomotives will embody all the latest im- 
provements and be thoroughly up-to-date and efficient. 

In pursuance of their policy of progressive standardization, the Railway 
Board have also arranged for designs to be prepared and orders to be placed 
for four experimental four-cylinder 4-6-2 Broad Gauge locomotives with a 
high boiler pressure. The general design of these engines will follow closely 
upon that of the 4-6-2 standard heavy f)assenger locomotive, but their boilers 
will have a working pressure of 22.5 lbs. per square inch and they will be 
provided with cam shaft operated poppet valves, arranged to give a constant 
release and compression at all points of cut-off. 

With regard to the standardization of Narrow Gauge locomotives (2'-6'^ 
and 2 -0"), the Consulting Engineers are engaged in the preparation of the 
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detail designs for nine difiereut types and it is hoped that the work will 
have progressed suhicieutly to permit of orders for trial locomotives being 
placed shortly. 

The Consulting Jingineers have also under preparation detail designs of 
new standard light and heavy 0-8 0 type Broad Gauge Shunting Engines to 
t.pcc;iiications and diagrams drawn u[) by the Locomotive Standards Com- 
mittee and 5 light and 4 heavy trial engines of this type have been ordered. 

78. ^t^mdardization of Rolling-Stock. — The design and construction 
of the new standard wagons and coaching stock underframes, referred to in 
last year's leport, have been proceeded with and it is anticipated that the 
sample wagons and underfraines will be put into service during 1027. 

With the object of reducing tlie cost of manufacture and maintenance, 
the Railway Board considered the desirability of atio[>ting various standard 
types of coaching stock bodies for use on all State Railways and convened a 
meeting of the Carriage and Wagon Superintendents to go further into the 
question. 

Drawings were prepared based on their recommendations and sample 
coaches built in the workshoi)s of each of the State Railways. These sample 
coaches were subsequently inspected by the Carriage and Wagon Standards 
Committee and it was decided to build 5 more sample bodies to designs 
amended in accordance with their recommendations. These revised sample 
bodies are now under construction and it is hoped that, when they have been 
completed, it will be possible to arrive at a decision on the question of stand- 
ardization of coaching bodies. 

79. Development of the use of Indigenous Timbers for Sleepers and 
Carriage Building. — Investigations have been continued into the possibilities 
of meeting the increa.sing demands for wooden sleepers by extending the use 
of cheaper indigenous timbers. These investigations are being made in col- 
laboration with the staff of the Forest Research Institute, who have already 
carried out a great deal of invaluable research work in this connection. 

The creosoting plant which was established in the Punjab by the hlorth 
Western Railway for the preservative treatment of Ilimalaynxn soft-woods 
has now become an established factor in sleeper supply in that part of India. 
It is intended to instal another sleeper-treating plant in Assam during 1927-2^ 
for the preservative treatment of certain common Assam hard-woods whict 
have been found by the Forest Research Institute's experiments to promist 
well as sleeper woods- The Railway Board have sanctioned the employment 
of Mr. J . IT. Warr by the Assam Bengal Railway as Manager of their sleeper- 
treating plant. Mr. Warr has been Oliicer-in-Charge of the Wood Preserva- 
tion Section of the Forest Research Institute, Dehra Dun, for the last 
years. The further development of sleeper-treating in other parts of tht 
country is under investigation. 

Practical trials of small lots of some ol liie moic eomiiiou iudigenout 
timbers for carriage building are also being made at the Garriage Shops o; 
several Railways, after artificial seasoning of the timber in the Forest Depart 
ment’s kilns at Dehra Dun and Rangoon, and it is intended to build five o; 
six complete trial carriages of similarly seasoned timbers. The Railway 
Board have under consideration the question of installing a central kiln 
seasoning plant, from whieh artificially seasoned planking, etc., can be distri 
buted to all the State Railways in large enough quantities to enable the staf 
of the Carriage and Wagon Shops to gain practical experience of it- Th 
results of all these experiments and trials will be watched carefully, as the; 
are expected to indicate to what extent Railways can with advantage under 
take the artificial seasoning of timber at their Carriage and Wagon Shops. 

80. Sleeper Pool Coxuxnittee. — The Sleeper Pool Committee was formc( 
during the year as a separate body, with the Director of Civil Engineering 
Railway Board, as Chairman and the Timber Advisory Officer witli the Rail 
way Board as Secretary, to arrange for the purcliase and distribution o 
wooden sleepers ; this had previously been one of the functions of the Stand 

a 
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ing CoininitLec of Chief Engineers (now abolished). In accordance with the 
recommendaLions of the Sleeper Enquiry Committee, whose report was pub- 
lished in 1924-25, the Committee of the Northern Group of the Sleeper Pool 
and representatives of the Ihinjab, United Provinces, and Kashmir Govern- 
ments met in July 1926 and jointly recommended a scheme for sleeper supply 
for 1928-29 and afterwards. This scheme was still under the consideration 
of the Local Governments and the Railway Board at the close of the year. 

81. Supply of Rails and Fishplates from indigenous sources.— The 

year under review was the last year of the Railway Board’s pre-existing 
V-year contract with Messrs. The Tata Iron and Steel Company, for the supply 
of rails and fishplates to the State-worked Railways 4'he total demands of 
the State-worked Railways for supply during the year 1926-27, amounted 
to 97,928 tons and orders for the entire quantity were placed with the Steel 
vJoinpany. The demands of the Company- worked Railways for which orders 
were i)laced with the Company amounted to 50,683 tons. Orders for the 
balance, being in excess of Tata’s output, were placed abroad. Of these 
demands the Steel Company were able to supply 97,163 tons to the State- 
worked Railways and 50,675 tons to the Com{)any-worked Railways leaving 
a balance of 773 tons, to be carric<l over into the year 1927-28. 

During the year, however, negotiations for another contract for the 
supply of rails and fishplates to the State and Company-worked Railways 
were entered into with Messrs. J'Jie Tata Iron and Steel Company. These 
negotiations took a more definite shape on receipt of the report of the Tariff 
Board on continuance of protection to the Steel Industry. In paragraph 109 
of that report the Tariff Board had recommended as follows : — 

“ It is obviously a matter of grave importance to the industry that 
nothing should occur which might render the protection on rails 
ineffective. The duty on rails of Rs. 13 per ton, which we have 
proposed, is very low, and the cost of production on which it is 
based presupposes that the industry obtains orders sufficient in 
each year to enable it to work up to its maximum rail output. We 
estimate that the average annual rail output of the Tata Iron 
and Steel Company will not exceed 200, 1)00 tons during the next 
seven years and if a duty of Rs. 13 per' ton ordy is imposed on 
rails, it is essential that the Railway Administrations should 
arrange to purchase the whole of their rerpiiremeiits of rails in 
India so far as they can be produced in the country. The f.o.r. 
fair selling price of ra ils at Jamshedpur, is .so low, namely, Rs. 110 
a ton, that the Indian railways as a whole would undertake no 
gr-eat sacrifice if any imrchased tlie Company’s output of rails 
on the average at this price. A reduction in the orders of rails 
by some 40,000 or 50,000 tons would raise the cost of production 
by several rupees, and if the Government arc unable to arrange 
with the Railway Administrations that orders ai'e placed for the 
whole of the Comparty’s production of rails a substantial increase 
in the duty should be made” 

In paragraph 87 of the same rci)ort the Tariff Board observed : — 

“ The future price of rails is affected by the reconstitution of the 
European Rail Makers’ Association in the middle of 1926. This 
Association now controls all exports of rails and fishplates from 
the leading European countries and reserves to each country its 
own internal markets, which in the case of the United Kingdom 
include also the markets of the Dominions, India, and the Colonies. 
Continental rails will therefore no longer be exported to India 
and it appears to us improbable that the price of rails will be 
further reduced. On the contrary, some increase in price may be 
expected and we have thought it advisable, in fixing our estimate 
of the probable price of imported rails during the period of pro- 
tection, to allow for an increase of ten shillings per ton.” 
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The Government of India concurred in the views of the Tariff Board 
and in consultation with the Company -worked Railways and the Secretary of 
State for India decided to enter into a contract with the Tata Iron and Steel 
for a period of 7 years for the requirements of State and Cottipany-worked 
Railways. The terms of tlie contract were under the consideration of Govern- 
ment at the close of the year. 

82. Conversion of saturated engines to superheater. - The Railway 
Board, recognising the economies in locomotive operation that result from 
the use of superheated steam, put forward a proposal to the Agents of all 
Class I Railways early in 1926 to accelerate the programme for the con- 
version of saturated locomotives, with a view to its completion in 1929-30 
instead of spreading the work over a ])eriod of 5 years, as had been previously 
provided for. They further suggested that, if the additional details neces- 
sary for such conversion could be standardized, it would result in a consider- 
able reduction in expenditure both as regards first cost and subsequent main- 
tenance charges. 

The replies which the Railway Board received from Railways showed 
that there was suiricient unanimity in favour of their proposal to permit of 
steps being taken to put it into effect. They consequently, in consultation 
with the Consulting Engineers, undertook the preparation of the detail draw- 
ings of standard conversions for all of the B. 1C S. A. types of locomotives 
and sufficient progress has been made in this connection to permit of Rail- 
ways carrying out their 1927-28 accelerated conversion programmes in 
accordance with the standard designs, it is anticijiated that the work of 
conversion of saturated locomotives will he completed by 1929-30, as intended. 

83. Electric Headlights for Locomotives. — The Railway Board decided 
early in 1925 that, as a safety measure on State-worked Railways electric 
headlights should be provided on all locomotives working mail, passenger 
or mixed trains whether on double or single line sections. Branch lines, 
where trains are infrequent and run at slow speeds, were however exempted 
from this decision. It was recommended also that Company-worked Rail- 
ways should adopt a similar programme, d'he work is scliedulcd to be com- 
pleted by the 31st March 1928. 

The total number of Mail, Pa.ssenger and Mi.xed engines belonging to 
Class I Railways, equipped with elccTric headlights at the end of March 
1927 was 1,700 out of a total of 3,139. 

84. Automatic Centre Buffer Coupler. — During the year further 
experiments were carried out in order to determine what alterations to 
existing underframes will be necessary to withstand the strains imposed 
by central buffing. The trials showed that, so far as the Indian Railway 
(.'onference Association wagons are concerned, the necessary strengthening 
can be carried out at a reasonable cost and tha t veil ides so altered are 
capable of withstanding the severe shocks which may he expected under 
service conditions. The question of strengthening the underframes of the 
older types of wagons is still under investigatic:>n, and after it has l)Cien 
decided what alterations are necessary, it is prcqDosed to review again the 
financial aspects of the change cjver from side buffers to central buffer couplers. 
In the meantime, it has been arranged that all new locomotives and rolling- 
stock should be fitted with a yoke type of draft gear which will enable con 
version to be effected by merely replacing the temporary draw hook with an 
automatic central buffer coupler. The two types of couplers under con- 
sideration for adoption namely the M. C. B. and Willison being different 
in principle will not intercouple and it is therefore not feasible to permit 
of both types being tried out in general service simultaneously. The good 
and bad features of the M. C- B. ty|)e are knowm from experience in other 
countries, and as the Willison Coupler is an experimental type of sufficient 
merit to warrant more extended trials, orders were issued to remove all 
M. C. B. type couplers in order to permit of stock fitted with tlic Willison 
Coupler, which has an efficient and effective transition device, to continue 
in service. Trials of the Willison Coupler are therefore being continued and 
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their application has been extended to coaching vehicles. Two Passenger 
rakes operating on the East Indian and Madras and Southern Mahratta Rail- 
ways have been fitted with Willison Couplers throughout with a view to as- 
certaining how this type ol coupler behaves under continuous service condi- 
tions. 

86. Report of the State Railways Workshops Committee. — The 

report ol the State Railways Workshops Committee reierred to in last year’s 
rejx>rt was received in April 1926. 

The first and second terms of reference related to the capacity of the 
existing shops to deal with the repairs to rolling-stock and locomotives, and 
the necessity for expansion. 

'I'lie Committee recommended the re-organisation of tlie State Railways 
Workshops and the introduction of a .scheduling system based on modern 
British and American commercial w'orks practic-t^ modified to suit Indian 
conditions, which has for its object : — 

(a) the correct seqiiem^e of repairs to compomait parts- 

(b) the balancing of operations, and 

(c) the concurrent working of the various labour gangs. 

If these are attained then delay througli waiting for material and idle 
time between operations are eliminated and the })eriod locomotives and 
vehicles are detained in worksho[)s reduced, without necessarily speeding 
up the several operations. 

In addition to lowering tiie unit repair costs the scliediding of workshop 
operations reduces the period of repair resulting in a greater percentage 
of the rolling-stock being available for .service. 

The results which have already been obtained in .some of the mechanical 
workshops indicate that it will be possible to carry out repairs to rolling- 
stock in shorter periods than those laid down in the report and the expendi- 
ture which it will be necessary to incur in remodelling the existing shops 
w ill, it is hoped, be considerably less than was originally estimated by Rail- 
ways or anticipated by the Committee. 

The North Western Railway proposed to build new 40 pit locomotive 
shops at Karachi and Sukkur and to increase the accommodation in Rawal- 
pindi to 20 pits. The Committee were of the opinion that there was no 
justification for shops at Karachi and Rawalpindi and considered that the 
provision of a new 40 pit shop at Sukkur would meet present requirements. 
It is now proposed that the new shop at Sukkur .should only be provided 
with 32 pit accommodation, which together with the existing shop at Lahore, 
should be capable of maintaining all the locomotive stock in an efficient state 
of repair for the next eight years. 

The Committee further recommended that new wagon repair shops with 
covered accommodation for 50 wagons shoidd bo provided at Rawalpindi 
and Sukkur, in addition to a new 100 unit sho}) at Karachi but it is not 
now considered necessary to provide any additional wagon repair facilities 
over and above the proposed new shop at Karachi. 

Similar reductions are being made in the proposals for additional repair 
facilities on the other State Railways, for example, the Great Indian Penin- 
sula Railway proposed to spend approximately crores of rupees on remodel- 
ling tlie locomotive and carriage and wagon repair shops at Jhansi, but 
it is now anticipated that the expenditure which it will be necessary to incur 
will be considerably less than 1 crore. 

Tlie East Indian Railway proposal to build a new locomotive shop at 
Jamalpur with 90 pits was cut down to a 70 pit shop by the Committee, 
but a re-examination of requirements in the light of recent experience indi- 
cates that a 54 pit shop is all that will be found to be necessary. 



BOLIjING stock and materials. 


59 


The locomotive and carriage shops at Karachi and the carriage and 
wagon shops at Rawalpindi on the North Western Railway, also the Bhusa- 
waf wagon shops on the Great Indian Peninsula Railway have already been 
closed down and it is anticipated that as the re-organisation jiroceeds it will 
be possible to close down also the shops at Rawalpindi and the carriage lepaii 
shop at Bhusawal. 

The third, fourth and fifth terms of reference related to the concentra- 
tion of the manufacture of s[)are parts, which is at present being carried 
out in-all the larger workshops. 'I'hc reconiniendation is to concentrate this 
work at Jhansi and Jamalpur ami also to concentrate the building of all 
lower class coaching stock at Pillooah ami miscellaneous four-wheeler coach- 
ing stock at Kanchrapara. 

The economies which will accrue by the adoption of tlie recommendation 
to concentrate the manufacturing portion of the work may briefly he sum- 
marised as under : — 

{a) An increase in the number of similar items inanufactured in parti- 
cular shops which in a large number of ca.ses will be sufflcdent 
to justify the installation of single [)urpos(‘ machines specially 
designed for their economic production. 

(h) Greater labour efficiency as a result of repetition work. 

(c) Reduction in tlie cost of supervision owing to the'; cliarges l)eing 
spread over a grc'ater volume of worls. 

{d) Greater facilities for manufacturing all details on an interchange- 
able basis. 

(a) T.,ower labour and raw material costs due to work l)eing c'oiu'en- 
trated in shops whicli are advantageously located in the.se 
respects . 

The delivery of carriage underframes of)tained from outside sources 
has proved to be so unrcdiable as to make it impossible to adhere to a regular 
builciing programme, and with the further conc^entration of carriage build 
ing such delays woidd be disastrous. The Comrtnttee for this reason have 
T'ecomTuc'ndc^d that railways should umh'rtak'' tin' manufacture' of c-ari-iagc* 
iindcrframes with a view to obtaining a more regvdar supply to tlu' body 
l)nilding shops. 

The sixth term of reference was connec'ted with the question of the 
relative cost of spare parts manufactured in railway work.shops and obtained 
from outside .sources. The rommittee c-onsidered that railway workshoj)s 
can effectively compete with outside firms in this matter, hut pointed out 
that railway costs are not always comparable with costs quoted by outside 
firms. 

The Railway Board have accepted the main underlying policy of the 
report, namely, the moderni.sation of the State Railways workshops methods 
and have issued instructions to Agents of Railways for giving immediate 
effect to it. They have approved of the introduction of a progress system 
for the scheduling of repairs throughout the works, also a planning and 
production branch in each of the larger shops. 

Mr. Wrench, vvho was a Member of the Committee, has been placed on 
special duty to assist administrations in giving effect to the Committee’s 
recommendations and it is hoped that during the next financial year con- 
siderable economies will be effected. 

As regards the findings of the Committee under term 6. the Board have 
had their workshop account system overhauled by Sir Arthur Dickinson, and 
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it is hoped to introduc5e an accounting systeih whereby the costs in Railway 
Workshops will be directly comparable with the costs quoted by outside firms- 

In addition to the recommendations referred to above, the Committee 
have made several subsidiary recommendations, amongst them, for instance, 
the revision of the methods of store-keeping in the workshops, and the Rail- 
way Board are making arrangements to give effect to these recommendations. 

86. Wagon requirements of Railways. — The whole question of wagon 
requirements was carefully examined by the Railway Board during the 
year in the light of the improvements which have been brought about by 
better organisation and methods of working, aided by the large sums of 
money which have been made available during the last two or three years. 
Among these improvements on the broad gauge may be mentioned ; — 

(1) A reduction in the 'percentage of tvagons under repairs from 7-4 

per cent, in 1923-24 to 5-8 per cent, in 1926-27, 

(2) The strengthening of tracks and bridges resulting in increased 

carrying capacity . — As an instance the recent completion of the 
last important bridge in the Bridge Renewal Programme on the 
East Indian Railway is enabling the major portion of the 
Ea.st Indian Railway wagons to have their carrying capacity 
marked up from 19 tons to 22 tons, ariving an equivalent in 
total extra carrying capacity of an additional 3,-500 wagons. 

(3) Improvement of marshalling yards and terminal facilities and 

better working in marshalling yards . — The insistence on the 
principle of marshalling for long distances has quickened up 
the turn round of wagons. In this connection and with this 
object in view several of tbe most import.ant marshalling yards 
are undergoing or have undergone remodelling and at the same 
time the work of marshalling or sorting in these yards has 
been improved by a closer attention to statistical results. As 
an instance it may be mentioned that in the Delhi area improve- 
ments in working have resulted in the saving of 16 hours on 
each wagon and as no less than 2,000 wagons pass through this 
area daily there is an equivalent saving of 1,300 wagons 
throughout the year. Other large marshalling yards have been 
improved during the past few vears and similar economies in 
the use of wagons have been obtained. This imnrovement in 
some instances has been due to the introduction of hump vards 
resulting in the time taken to break un trains being reduced 
from lit to 2 hours to al)ont 30 minutes. It is therefore evident 
that the provision of additinufil bump or gravity yards will 
further improve the wagon position. 

(4) Reduction of train mileage bu doubling tracks or ado'pting new 

routes . — As an instance of this may be mentioned the com- 
pletion of the doubling of tbe Grand Chord on the East Indian 
Railway where it will be possible to work 10 additional goods 
trains over this section instead of over the old main line result- 
ing-in a saving of 50 miles on each train journey. Tbe saving 
in wagons from this cause is estimated to be about 600. Again 
the amalgamation of the Oudh and Rohilkhand Railway with 
the East Indian Railway together with improvements on the 
main line of the Oudh and Rohilkhand Railway has made 
available a .shorter route tp the Punjab with a considerable 
saving in mileage in each of the trains diverted over that route. 
Moreovet considerable delava have been obviated by the elimina- 
tion of junctions brought about by certain changes in the limits 
of the jurisdiction of the various State-managed Railways. 

(5) Eaitension of the use of telephone train control . — The following 

sections have been equipped with telephonic train control under 
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sanction of the Railway Board during the last 5 years : — 


Train Control, 


Railway. 

SootiOD, 



Milee. 

B. N. 

. Shalimar-Tatanagar 



, 154. 


Berhampore-W altair 



. 173 

B. B. & C. I. . 

. Bandikui- Ajmer 

• 


. 140 


Bandikui-Agva Fort 

• 


. 94 


Ajmev-Sojat Road . 

• 


74 

E. I. (O. & R. Section) 

. Kaisi-Moghalserai 

• 


. 482 


Cawnpore-Liicknow 



40 

M. & S. M. 

• Poona-Miraj 



. 100 


Bezwada-W altair . 

• 


. 217 


Arkonam- Rai ehii r , 

• 


. 308 


Jalarpet- Bangalore City 

• 


. 87 


Miraj-Londa 

• 


117 


CaBtlo Rock-Gadag 

» 


. 102 


Gadag-Bezwada 



. 403 

S. I. 

* Tanj ore- Madura 



. 127 


and other sections have been equipped under sanction of railway administra- 
tions. 

As an instance of the improvement which can be effected by the 
use of this device coupled with suitable adjustment of block 
sections it may be mentioned that on the Allahabad- Cawnpore 
section of the East Indian Railway, which is a single line, the 
maximum number of goods trains which it was possible to work 
before the introduction of train control was 8 or 9 in each 
direction. Since train control has been introduced the maxi- 
mum capacity of the section has been increased to 13 trains 
in each direction. 

(6) Increased S'pced of trains owing to the better use of vacuum brakes. 

— The average speed of main line goods trains from start to 
finish including stops en route has increased from 9 08 miles 
per hour in 1923-24 to 10 I in 1926-27. 

(7) Im'^rovements in the average carrying capacity of wagons . — The 

improvement already effected in recent years by replacements 
has already begun to have its effect on the total average carry- 
ing capacity per wagon which has increased from 19-4 tons in 
1923-24 to 19-7 tons in 1926-27. 

Though the full effect of these additional facilities had still to be ex- 
perienced, it was clear to the Railway Board that they were already entitled 
to expect a considerable improvement in the wagon user of all important 
railways, with the result that fewer wagons than before would be required 
to carry a similar volume of traffic efficiently and expeditiously ; and they 
therefore, in consultation with the administrative head of each of the Class 
I railways, arrived at an average figure of the net ton miles per wagon day 
which it would be reasonable to expect that railway to attain. It should 
be mentioned that ‘this figure necessarily varies on different railways, for 
it is dependent, among other things, oii the average lead of good traffic, 
on the proportion which heavy traffic bears to total traffic, on the balance 
of traffic, and on the extent of the graded sections of the line. It was then 
decided that until the actual wagon user figure of a railway approached the 
figure thus fixed no increase to the general service wagon stock of that railway 
was warranted. Applying the formula thus arrived at, the Railway Board 
found that none of the broad gauge systems required any'additional general 
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service wagons in 1927-28, or indeed in 1928-29 so far as it was then possible 
to judge the traffic likely to offer itself in that year ; and further that on most 
broad gauge railways it would be possible to scrap without replacement worn 
out or obsolete general service wagons, which in other circumstances would 
have been renewed. They therefore decided that they would not be justified 
in placing any orders for broad gauge general service wagons for delivery 
in 1927-28. ‘ 

It was obvious that this decision of the Railway Board would cause 
considerable inconvenience to the wagon building industry in India. The 
question was therefore discussed more than once Avith the representatives of 
the firms and careful consideration was given to the proposals made by them. 
Eventually (Government offered to call for tenders, in India only, for such mis- 
cellaneous wagons and underframes as would be required in 1927. More- 
over Government agreed to instruct the State-worked Railways to place 
orders in India only for such spare parts of rolling-stock as they required 
and could not conveniently make in their own workshops and to call for 
tenders in India only for shedding, roof trusses and bridges spans up to 
80 feet. 

The wagon building firms at the same time were advised that in the 
event of either the Indian Stnndard Wagon Company or the Peninsula Loco- 
motive Company preferring in lieu of this offer that their works should be 
taken over by Government, the latter would be prepared to pxirchase the works 
if after due inspection a fair price could be agreed upon. It was also made 
clear to them that if the Government should take over the works of the two 
companies it was their intention to use those of the Indian Standard Wagon 
Company for the manufacture of railway wagons and those of the Peninsula 
Locomotive Company for the manufacture of underframes. 

On the 6th of January 1927 Government made a definite offer for the 
purchase of the works of these two firms. The Indian Standard Wagon 
Company rejected the offer but the Peninsula Locomotive Company 
accepted it. 

The Government of India, therefore, in pursuance of their decision 
instructed the State-worked Railways and invited Company- worked Railways 
to call for tenders in India only for their 1927-28 requirements of carriage 
underframes and wagons. As a result orders were placed with the Indian 
Standard Wagon Company, Burn & Co., and Jessop & Co., for the follow- 
ing underframes and wagons for delivery in 1927-28 : — 

163 B. G. Bogie wagons 
1218 M. G. 4-wheeled wagons 
444 B. G. bogie underframes 
95 B, G. 4- wheeled underframes 

and the placing of some further small orders was still under consideration 
The necessary arrangements for the purchase of the Peninsula Locomotivi 
Company’s works were also under consideration. 

87. Value of railway materials purchased. — The value of stores pur 
chased by Indian Railways in 1926-27 fell from Rs. 23-30 crores to Bs. 231^ 
crores, excluding coal, stone, bricks, lime, etc. There .were increases h 
the total value under tools and stores (90 lakhs), permanent way (74 lakhs) 
electric plant (31 lakhs), engineers plant (26 lakhs) and workshop machiner 
(10 lakhs), but these increases were more than set off by a large decrees 
under rolling-stock (237 lakhs). 

The value of indigenous materials rose from Rs. 8-72 crores or 37- 
per cent, of the. total to Rs. 10-60 crores or 45*3 per cent. If coal, stone 
bricks, lime, etc., are included the percentage comes to 66 per cent- Th 
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principal increases in indigenous materials were under “ Permanent way,” 
the value of which advanced by over a crore of rupees and ‘ ‘ Tools and stores ’ ’ 
which increased by 64 lakhs. 


Statement shewing value of stores purchased under principal headings. 


Headings. 

• VaLUK of IMPOBTBX) matsbials. 

1 

Value of 
indigenous 
materials. 

ToUl 

purchaaCB 

1926-27. 

Total 

purchases 

1026-26. 

Purchased 

direct. 

”rurci>asod 
through 
Agents iu 
lutiia. 

Total 

imported 

matoriaU. 





Ra. 

Rs. 

Rs. 

Ra. 

Rs. 

Ra. 





orores. 

croros. 

crorea. 

crores. 

crores. 

crores. 

RolUng-stock . 

• 

• 

• 

3*27 

0-69 

8-96 

0*83 

4-79 

7-16 

Tools and stores 

. 

• « 

. 

0*84 

2-96 

8-80 

3-86 

7-ee 

6-76 

Permanont-way 

. 


. 

0-86 

0-38 

1-23 

6-40 

6’63 

6*89 

Electric plant . 

. 



0*86 

0-68 

1-64 

0-01 

1*68 

1*27 

Building and station materials and fencing 


0*2t 

0-37 

0-61 

0-26 

0-86 

0*92 

Bridge work 

• 

• 


0-28 

0 05 

088 

0-17 

0*50 

0*64 

Workshop machinery , 

• 

• 


0*42 

0-27 

0*69 

0-01 

0*70 

0*60 

Engineer’s plant 

• 

• • 


0-21 

017 

0-38 

004 

0 48 

0*16 

Other materials^ 

• 

« • 


... 


... 

4-89 

4 89 

... 



Total 

• 

6-97 

6-67 

12-6t 

16*49 

28*03 

23*30 


88. The purchases by Railways through the Indian Stores Department 
imder the principal heads were as follows ; — 

(lu thousauds of 


rupeeB). 

Textiles .......... 26,02 

Oils . . ' . 11,96 

Steel .......... 8,24 

Cement . 7,31 

Plant and Machinery ....... 6,64 

Paints .......... 2,60 

Parts of rolling-stock ....... 75 

Hoof material ......... 67 

Miscellaneous ......... 3,16 


Total . 67,35 


89. It must be remembered, however, that the above figures of value of 
stores purchased do not take into account the very large expenditure in 
India on work done and materials manufactured in Railway Workshops. 
An attempt has been made this year to arrive at figures of this expenditure 

* Other xnateriaLi consist of cpa)^ stone, lime and etc., Knd figures for 1926 ^ 9 ^ are npt 
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as well as the cost of structural and other engineering works carried out 
“ in situ.” The figures include a certain amount of expenditure on the 
purchase of stores which is already included in the statement of value of 
railway materials purchased. 

^ost of work done and materials manufaeiured. in railway workshops. 

(In thousands of 


rupees) . 

1. Construction of Tjocoinotives ..... 61,88 

2. Construction of Boilers ...... 6,07 

3. Construction of coaching stock including underfranies . 1,59,76 

4. Construction of goods stoc k including underfranies . 40,56 

6. Construction of spare parts of Locomotives . . . 1,34,68 

6. Construction of spare parts of Coaching and Goods stock 1,20,65 

7. Construction of other Stores ..... 1,16,78 

8. Work done for other .Departments [i.e.) ‘departments 

other than that supervising the Workshops . . 2,46,60 

9. Engineer’s plant . . . . . ... 46,38 

10. Bermanent-way ........ 12,66 

11. Bridge work ........ 31,32 

12. Other Engineering works ...... 4,04,93 


13,78,15 

Cost of structural and other engineering works carried out ^ in situ,* 

(In thousaifds of 
rupees.) 

Bridge work ......... 94,63 

Structural and other engineering works .... 3,49,74 

4,44,27 




Nerbudda Bridge Washaway, G. I. P. Railway 
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CHAPTER VI. 

STAFF. 

90. Number of staS. — The total number of employees on Indian Rail- 
ways at the end of the year 1926-27 was 763,097 as compared with 750,079 
at the end of 1925-26. The increase in route mileap^e during the same period 
was 421 miles. The following table shows the number of employees by com- 
munities on 31st March 1926 and 1927 1 : — 




Statotoby Indians. 

Grand 

ToTAIi. 

Year. 

Europeaiifl. 

HinduH. 

MuHliiiis. 

Anjflo- 

Indians. 

Other 

elassoB. 

Total. 

1925-20 

5,017 

5 4.2,01 a 

100,714 

13,0 Si) 

22,040 

745,002 

750,079 

1926-27 

6,012 

550,053 

169,699 

14,079 

24,254 

758,085 

763,097 


91. Cost of staff. — The following statement shows the cost of staff em- 
ployed on Class I Railways during the years 1925-26 and 1926-27 : — 


Railway, 

1925-26. 

1920-27. 


Rs. 

R«. 

Assain-]3eiigai .... 

61,48,420 

58 , 13,675 

liengal-N^gpiir 

2,75,18,430 

2 , 77 , 16,540 

Jieiigal and North Western 

70,76,187 

71 , 11,372 

lionibay, Baroda and Central 
India ..... 

4,28,31,328 

4 , 39 , 14,424 

Burma ..... 

1,46,58,207 

1 , 52 , 35,564 

l^histern Bengal 

*2,20,06,122 

2 , 44 , 60,745 

East Indian .... 

*(>,28,52,884 

6 , 48 , 68,080 

Great Indian Peninsula 

*5,48,88,082 

5 , 84 , 93,346 

Jodhpur ..... 

24,12,558 

24 , 51,578 

Madras and vSouthern Mahratla . 

*2,39,18,004 

2 , 43 , 90,413 

NizanPs Guraiileed State 

54,07,257 

54 , 86,340 

North Western 

•5,84,74,000 

0 , 20 , 45,705 

Itoliilkund and Kurnaon 

•16,18,936 

17 , 27,683 

South Indian .... 

*1,72,50,747 

1 , 83 , 05,534 

Totad 

34,70,01,068 

36 , 20 , 27,059 


With the exception of His Exalted Highness the Nizam’s Guarantee 
State Railway all Railways show increases in expenditure on staff in 1926-27, 
which is attributable to the large construction programme and to ordinary 
increments under the time scale of pay. 

92. Recruitment and Training of Officers. — The scheme referred to in 
last year’s report received the sanction of His Majesty’s Secretary of State 
in Council during the year and Regulations for recruitment in India to 
the following Railway Services were published under Government of India, 
Railway Department Resolution No. 2058-K., dated 15th July 1926: — 

(1) Indian Railway Service of Engineers. 

(2) Transportation (Traffic) and Commercial Departments of the 

Superior Revenue Establishment of State Railways, and 


• Bg vised fifirtirefl. 

t'Rovisod since the publication of Vol. Ill of the Report. 
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(3) The Mechanical Engineer and Transportation (Power) Depart- 
ments of the Superior Revenue Establishment of State Rail- 
ways. 

Seven vacancies in the Indian Railway Service of Engineers and six in 
the Transportation (Traffic) and Coininercial Departments were filled during 
the year under these regulations. Quota Committees were formed by Pro- 
vincial and Local Administrations for the selection of candidates in each 
area and about 102 candidates were nominated for the two examinations. All 
the Provinces except Burma were represented at the examination which was 
held by the newly formed Public Service Commission in Delhi early in Nov- 
ember. The successful candidates were duly appointed as probationers in 
the Indian Railway Service of Engineers and Transportation (Traffic) and 
Commercial Departments early in 1927. No selection of special class 
apprentices was made under the new regulations for recruitment to the Mecha- 
nical Engineer and Transportation (Power) Departments as applications had 
already been invited and selection made of 6 apprentices under an existing 
scheme of recruitment and training of this class of apprentices. 

During the year under review the Board had under preparation schemes 
for the recruitment and training in India of officers for — 

(1) Electrical Engineers. 

(2) Signal Engineers. 

93. Indianisation. — The following statement shows by Class I Railways 
the number of gazetted officers on State-managed Railways and officers of 
corresponding rank on Company managed Railways on 1st April 1927 as 
compared with 1st April 1926. Eull details of the numbers by departments 
will be found in Appendix E wffiich also contains similar information relating 
to subordinates on scales of pay rising to Rs. 250 per mensem and over. 


Statement of gazetted officers on State-managed 'Railways and officers of corresponding rank on Company- 
managed {Class I) Railways {ewcludtng If. B. J[. the Nizam’s Guaranteed State and Jodhpur Railways) 
on the 1st April 1927 as compared with tst April 192C. 
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Statement showing •percentages of total officers employed. 


— 

Eastren Bbnoal, I 

East Indian, Great 
Indian Peninsula and 
Nobth-Wistebn 
Railways. 

Total Class I 
Railways (ixcludinq 
Nizam’s Guarantied State 
AND Jodhpur 
Railways). 

let April 
1926. 

let April 
1927. 

let April 
1926. 

Ist April 
1927. 

Europeans ..... 

67-38 

66-32 

7ii-15* 

70-83 

Statutory Indians — 





Hindus .... 

17 •;}!)* 

18-30 

i4-:i8* 

15-86 

Muslims ..... 

4-15* 

4-12 

2-74* 

2-71 

Anglo-Indians .... 

8-40* 

8-88 

7-Kl* 

7-88 

Other classes ..... 

2-08* 

2-38 

2-:-iU* 

2-52 

Total ...... 


34-68 

26-85* 

28-07 


* Revised figures. 


The number of Indians filling gazetted posts increased from 26-85 per 
cent, to 29-07 per cent. On the four State- managed lines tlte increast^ was 
from 32-02 per cent, to 34-68 per cent. On tlie Eastern Bengal Railway 
41 per cent, of these posts are held by Indians. 

Vacancies among ofllcers and how filled.- Following last year’s 
practice a detailed statement will be found in Appendix O of this report 
showing the number of appointments ci-eated and vacancies which occurred 
among officers of gazetted rank on State-managed Railways and of correspond- 
ing rank on Company-managed railways and how they were filled in the last 
two years. 

These figures are summarised in the tables below, separate statements 
being given for State and Company-managed Railways fis well as ftjr })er 
manent vacancies as distinct from total vacancies (which include tem})orary 
also). 

96. State-managed Railways — 


statement showing the number of appointments created and eaeanetes irhic/i oeearred aim/ng officers of 
gazetted rank on State-managed Rnihengs daring 1926-'d7, and how Iheg were filed. 
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19 
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6. Other Departments 
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34 

25 
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27 
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(a) Poats of Probationers created to provide for the appointment of recruits during the training period, 
[o) Probationer in 8t<n?aB Department. 
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fitalement showing the number of peTtno/neflt appointments created and vacancies which occurred among 
officers of gazetted rank on State-managed Itailways during 1926-2T, and how they were filed. 


Item 

1 

No of new appointmentg created 
during the year. 

No. of appointments abolished 
^ during the year. 

No. of vacancies which occurred 
during the year. 

No. of vacancies which occurred 
in previous years not filled in 
these years remaining to be 
filled. ‘ 
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‘S 
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No. of vacancies not filled up 
^ during the year. 

o) No. of vacancies actually filled. 

Filled by 

^ Europeans. 

Statutory Indiana, 
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2. Engineering .... 
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4. Mechanical Engineering 
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(а) PohIh of ProbationerH creatod to provide for the appoint luont of reernitH duriii^^ the training period. 

(б) Probationer in Stores Department. 


From these two statements (column 8) it will be seen that the following 
temporary posts were filled during the year : — 

EiigiiKieiiiiy .......... 2() 

Ollier (lepartniouts ......... 6 

32 

Against the 26 temporary engineering posts 21 I'luropeans and 5 Indians 
were appointed. As e.xplained in last year’s report a large number of posts 
of temporary engineers had to be created on account of the large construc- 
tion programme and as sufficient Indians of experience were not forthcoming 
it was found necessary to complete requirements by recruiting in England. 
In a separate paragraph is described a scheme under which a certain number 
of Indian students with engineering qualifications will each year be given 
practical training on Indian railways for a year. The Board expect that 
this arrangement will enable them to recruit a larger number of trained 
staff for their temporary requirements in the country than what was possible 
in the past. 

The 6 temporary posts in the ‘ other de])artments ’ included 2 Electrical 
Engineers (Colliery Department) 3 probationers in the Electrical Engineering 
Department and 1 Assistant Signal Engineer. Towards the end of 1925-26 
in connection with the filling of certain posts in the Electrical Engineering 
Department, applications were invited in India, and a number of Indian 
youths were interviewed. It was found that these youths were lacking in 
workshop and practical experience. As it was considered that it was not 
likely that Indian youths with the requisite experience would be available, 
the Railway Board, in anticipation of their scheme of recruitment for the 
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Electrical Engineering Department decided to take as probationers 3 Indian 
youths who had had theoretical training and to give them intensive practical 
training for 3 years with a view to appointment as Assistant Electrical 
Engineers. But for the immediate requirements of the Electrical Engineer- 
ing Department (Collieries) 2 recruits had to be brought out from the United 
Kingdom. The temporary Assistant Signal Engineer was also recruited 
from the United Kingdom as no suitable recruit was available in the country. 

The second statement above shows how the appointments against the 
permanent posts have been filled. The percentage of Indians appointed to 
the total number of vacancies filled works out to 62-5 per cent. If, however, the 
probationers in the Electrical Department, referred to in the preceding para- 
graph, are taken into account the percentage of Indians becomes 64 7. The 
figures, however, do not give a proper indication of the progress of Indiani- 
itation in the several services, as certain officers included in these figures were 
indented for in 1925-26 and actually joined in 1926-27, while certain others 
indented for in the current year have not yet arrived. To arrive at a correct 
appreciation of the progress of Indianisation during the current year, it is 
necessary to exclude the former class of officers and include the latter. 

The figures of the various departments are analysed on this basis in 
the following paragraphs ; — 

Agency. — The two vacancies were both filled by Indians. (100 
per cent.) 

Engineering . — Of the 20 appointments filled 3 (2 Europeans and 1 
Indian) were against the indent on the Secretary of State for 
1925-26 but only arrived in 1926-27. The figure also includes 
4 Royal Engineers who were recruited to bring up the com- 
plement of Royal Engineers in Railway em{)loy which was con- 
siderably below normal strength. Of the remaining 13 posts 
4 were filled by Europeans and 9 by Indians. The 4 European 
Officers were against the indent for 1926-27 and all arrived 
during the year. Under the regulations for recruitment for 
the Indian Railway Service of Engineers, officers of the Pro- 
vincial Egineering Service or Subordinates are to be promoted 
to the extent of 20 per cent, of the number of direct recruits 
in India. The question of this promotion was under the con- 
sideration of the Railway Board during the year and if the 
promotions admissible, viz., 2 (20 per cent, of 9) had been made 
before the close of the year the appointments of Indians would 
have been 11 against 4 Europeans or 73 per cent, of the total. 

Transportation and Commercial . — All the 5 appointments have been 
filled by Indians. (100 per cent.) 

Other Departments. — The 13 a[)pointments shown against this head 
were in the following departments : — 


lOlecirical Mngineeriiig 
Signal Engineering 
Bridge Engineering 
Medical 

Coal Department 
Statistical Department 


o 

0 

0 

4 

1 ( I'airopeaii.) 
1 (Iiulian.) 


Electrical Engineering . — Of the 2 aj)pointments both of which were 
filled by Europeans one was recruited in England and one in 
India. The selection of the officer in India was made by 
the Public Service Commission from amongst a number of 
candidates who applied in response to advertisement. As 
already stated a scheme for the recruitment and training of 
Electrical Engineers in India has been submitted to the Secre- 
tary of State whose approval is awaited. Pending the intro- 
duction of this scheme 3 Indians were, as already explained, 
taken as probationers in 1926-27. 
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Signal Engineering . — For this branch also a scheme of recruitment 
and training was submitted for the approval of the Secretary 
of State. Indians have not generally specialised in this 
branch of the profession, and until the scheme has been 
brought into operation and Indians trained under it are 
available for employment, it will not be practicable to appoint 
Indians to tiie full extent contemplated. The two officers 
appointed were both Europeans. During 1926-27 two Indian 
probationers have been appointed to this department with a 
view to their l)eing given practical training to fit them for 
employment as Assistant Signal Engineers. 

Bridge Engineers . — Very few Indians are at present available who 
have specialised in this branch. The three officers appointed 
were Europeans, The question as to how recruitment should 
be made for this department in the future is under the con- 
sideration of the Railway Board. 

Medical . — All the 4 officers appointed were Indians. 

From the foregoing it will he seen that in departments for which qualified 
Indian candidates are available and for which facilities for training exist, 
e.g., Civil Engineering, Transportation and Commercial, Stores and Medical 
full effect has been given to the policy accepted by Government on the recom- 
mendations of the Lee Commission. For the specialist departments, e.g., 
Mechanical Engineering, Electrical Engineering, Signal Engineering and 
Bridge Engineering, owing to the ab-sence of facilities for training and of 
fully qualified Indian candidates it has not been possible to give full effect 
to tne policy, but the Railway Hoard have taken all necessary steps to provide 
for methods and facilities for such training with the idea of fitting Indians 
within a short space of time for filling the spe<.dalist posts. 

06. Company-managed Railways — 


statement showing the numher of appointments ereated and oaeaneies which oecnrred among officers on Company- 
managed Uailwoys {Class 1) ewclnding //. E. II. the Nizamis Onaranteed State and Jodhpur Railways ann 
how they were filled, during 1926-27. 
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statement showing the number of pet’nMinC'nt appointments created and raranries which occurred among officers 
on {Class I) Compang-managed Railwags excluding IT. E. IT. the Nizam’s d uaranteed State and Jonhpur 
Bailwags and how theg were filled during 1926 - 27 . 
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The Company-worked Railways finally accepted the policy of Indianisa- 
tion as recommended by the Lee C'ornmission only towards the end of the 
year 1925-26 and sufficieait time has not yet elapsed to enable those Railways 
to prepare their schemes for giving full effect to that policy. While, there- 
fore, some of the Railways who had already started recruiting Indians to 
a substantial extent have been able to show good progress towards Indianisa- 
tion, the progress on the others has not been as great. Taking all the 
Company-worked Railways together the number of Indians appointed during 
the year 1926-27 was 56-9 per ceait. of the total vacfincics filled in the case 
of permanent appointments, and 60-2 per cent, if temporary posts are also 
taken into account. 

The above tables show the vacancies filled and the distribution of the 
appointments among the various communities. It will be seen that as in 
the case of the State-worked Railways, in the branches of the service for 
which facilities for training exist, e.g.. Engineering, Transportation and 
Commercial and Stores Departments — the percentage of Indians appointed 
approximates and in the case of the Transportation and Commercial Depart- 
ments exceeds that recommended by the Lee Commission. In the case 
of the specialist branches, e.g.. Mechanical Engineering, Signal Engi- 
neering and Electrical Engineering (the latter two l>eing included under 
“ other departments ’’ in the statement) the Company-worked Railways are 
being faced with the same difficulty as the State- worked Railways. 

V 
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A coinparisou of the figures with 1925-26 shows that very considerable 
progress has been made by the Company-worked Railways in the Indianising 
of their superior staff. The figures are : — 

Percentage of Indians ajjpointed of the vacancies filled. 

Iiicludiui; leniporaiy posts — 

l!)Y5-2(i 31-9 

1*929-27 <i()-2 

J'lxcluding toiiiporury posts — 

1925-29 30-8 

1929-27 59-9 

97. As regards the higher subordinate grades a detailed statement will be 
found in Appendix F showing l)y Railways, the number of employees on 
scales of pay rising to Rs. 250 and over on the 1st April 1927 as compared 
with 1st April 1926. A summary of the figures is given below: — ■ 


fttn' enu-nt of Snhordi nates on scales of pay risinff to Ih. 2o0 per mensem and over on Class I Bailways 
(ex(da'li If/ 11. H. If. the Xlzain’s (i naranteed fttatc and Jodhpur Railways) on the 1st April 1927 as com- 
pared irilh 1st Ajiril 1926. 
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C 

287* 

419 

128 

128 

7 

171 

6 

313 

440 

-4 

4 10 

42 

t 4 


426 

481 

E. I. . 

079 

323 

31 

1,171 

13 

1.638 

2.2 le 

621 

378 

31 

!,0()5 

10 

1,427 

2,048 

-67 

65 

43 

-156 1 

-3 

-111 

-168 

G. I. P. 

332 

' 75 

36 

OW 

128 

984 

1.316 

335 

105 

30 

720 

143 

1.067 

1,892 

43 

- 50 

-5 

474 

414 

473 ' 

4 70 

M. & S. M.. 

73 

88 

1 

179 

9 

217 

.SOO 

76 

30 

1 

183 

15 

234 

309 

4 2 

-2 


43 

4(5 

47 

40 

N. W. 

313 

336 

118 

.391 

60 

884 

1,197 

322 

843 

146 

403 

71 

901 

1,283 

49 

418 

4 27 

4ll 

421 

477 

4^6 

H.AK. . 

5 

4 

1 

13 

2 

20 

26 

0 

4 

1 

12 

1 

1 

16 

24 

4l 1 



-1 

-1 

-2 

-1 

S. I. . 

ri * 

71* 

3 

105 

9 

248* 

299* 


71 

5 

108 

9 

253 

302 

-2 


♦ 2 

48 



43 

Total 

2,120* 

1 572* 

247 

3,809 j 

419 

6,047 

8.173* 

2,070 

1,61 '8 

286 

3.706 

476 

0,219 

8,395 

-50 

4 121 

4 38 

1 

-44 

4 67 

4172 

4 122 


tstalemcnt showiny pereentayes of total senior snhordinates employed. 






Eastern Bengar, East 

1 Indian, Great Indian 

P :NiNgi)L.4 and North 
Western Railways. 

1 

Total class I Railways 
(excluding H. E. H the 
Nizam’s Guaranteed State 
AND Jodhpur Railways). 





Ist April 
1926. 

let April 
1027. 

Ifit April 
1926. 

let April 
1027. 

Europeans 

• 

* 

• 

Y8-26* 

27 23 

26-01* 

25 03 

Statutory Indians — 
Hindus 




18-10* 

1964 

19-23* 

2041 

Muslims 




3-(57 

418 

3-02 

343 

Anglo-Indians , 



. 

46* H* 

4451 

46-61* 

4539 

Other classes 

• 

• 


3-83* 

444 

5-13* 

574 

Total , 

• 

* 

• 

71-74* 

72*77 

73-99* 

74-97 


* BsTised figures. 
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During the year there was an increase of 172 in the number of Indians 
holding these posts and a decrease of 50 Europeans. Three-quarters of 
the posts are now- held by Indians. 

98. Training of Staff. — In last year’s report a full d(iscription was given 
of the Railway Transportation School .at Oliandansi. In the year under 
review the number of students who passed through the school was 57 officers 
and 508 subordinates or 565 in all. The courses held were as follows : — - 

Special courses for senior scale officers . — -2 short courses. 

Senior Courses . — 8 C’ouises of 30 days each for' Junior officers and 
Senior Subordinates. 

Junior Courses . — 8 Cour.ses of 30 days each for Transportation Sub- 
ordinates. 

A rea Courses. — 8 Courses of .3 weeks each for Transportation staff 
of the J^ucknow, Allahabad and IMoradah.rd Divisions of the 
East Indian Railway and of the Delhi and I'erozepore Divisions 
of the Ivlorth-Westcrn Railway. 

The minialnre 2^" gauge railway in tlu^ transportation model room has 
been improved in various ways. In two i (‘streets this railway differs from 
ordinary nirrdels. f irst, the s])t‘ed has to be low as stations are close together 
and time must l>e given for the exchange of block sigmds. Secondly, the 
amount of working done is extremely heavy. Trains are running practi- 
cally coittinuously for .5 and 6 hovri's a day and the wear on the brass gear 
wheels and axle journals is remarkable and has shown the desirability of 
adopting a harder metal. The control apparatus has Ireen l)rought into 
regular use. Each cabin is in communication with train contr‘('»llers and 
charts of the train running are plotted, exattly as is done in actual ])ractice. 

In the locomotive model room a complete wagon underframe has been 
installed fitted with vacuum brake, an (d('ctric exhauster being u.sed to create 
vacuum, so that the brake optu’ation can l>t' fully demonstrated including 
jiassenger alarm ajjparatus and the guard’s van valve. A Stone’s train 
lighting set has been installed also 2 valve gear models made in the Jamal- 
pur pattern shop complete in every detail. 

The catering continues in the hands of a contractor. The wide varia- 
tion of race and creed encountered makes c.atering a far from easy matter 
and complaints cannot be entirely avoided. 3'he majority of the students 
however have expressed themselves (piite satisfied with the food. The health 
of the school has been excellent throughout the year. 

99. Area Schools. — In addition to Chandausi, Area Schools are now in 
being at Asansol on the East Indian Railway, at Lyallpur on the North- 
Western Railway and at Bina on the Great Indian I’cninsula, Railway. 
While none of these are yet functioning fully, all three are actually training 
staff. 

Despite its limited space the Asansol School is dealing with .some six 
hundred refresher students annually from the Transportation, laxomotive 
and Carriage and Wagon sides of the Dperating Depaitnumt. d’he numbei 
of students under training at one titne is about 40. d’his school will even- 
tually be transferred to Gomoh and Ix'sides dealing with the Ivastern Divi- 
sions of the East Indian Railway, will also be the school for the Easten; 
Bengal Railway. 

The Lyallpur School is at present primarily a probationers’ sdiool anc 
the refresher work done so far has been very small. Ap})aratus is at [)reseni 
very limited, instruction being, mainly in telegraphy, and commercial (book 
ing and goods clerks) duties. The number of students in residence is clos( 
on 300. 

Bina, like Asansol, is a temporary school and only deals with the refreshei 
side. The accommodation available however is of a siqmrior character, th( 
building occupied by the school being the old district office, while variou 
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buildings in the neighbourhood are used as hostels and quarters. Accom- 
modation will shortly be available for 62 students and it is hoped to deal with 
TOO studcMits i^cr annum on the Transportation and Locomotive side. 

100. Railway Stafi College at Dehra Dun. — The provision of an insti- 

tution to give practical training to junior officers on Railways has been a 
long felt need. "J'he Railway Transportation School at Cfiandausi, which 
is nie.ant for the training of the subordinate staff only, could not be suitably 
extended to include a c;ollege for officers. The Railway Board have, there- 
fore, decided to build a Stall (ffillege at Dehra Dun, which i)lace is eminently 
suited for the purpose owing to its climate, situation and proximity to two 
other training institutions, the Forest Re.search Institute and the Prince 

of Wales' Royal Indian Military College. 'I'he lay-out of the CMllege is 
under prej)ar;ition and it is t‘X{)ected that work will soon be c’ommenoed. 
'I'he scheme is estimated to cc^st about Rs. 20 lakhs roughly. 

101. Facilities for the training of Students passing out of Engineer- 
ing Institutions. — It was brought to the notice of the Railway Board that 
Indian students passing out of Engineering Institutions in the United King- 
dom or in this country had few facilities for obtaining practical experience 
in order to fit them for their profession. With the large programme of con- 
struction in hand, it was considered that it would be possible to give 
a limited number of students, in addition to the probationers for the Indian 
Railway Service of Engineers recruited under the new regulations, practical 
training on construction works for a period of one year. It has, therefore, 
been arranged to alTord practic:al e.xperience on railway conatruction works 
on the State-worked Railways to 17 student engineers annually — 9 from 
Indian Colleges and 8 from Colleges and Institutions in the United Kingdom. 
The training will extend over a period of one year during which the student 
engineers will be granted a stipend of Rs, 100 per mensem. Such training will 
not, however, give the student engineers any claim to appointment on the 
Railways. 

102. Assistance to Railway Employees in the education of their 
children. — With a view to examine the dillicult question of the exfeent to 
which Railway funds should be used for assisting Railway employees in the 
education of their children tlie Railway Board have obtained the services of an 
officer in the Indian Educational Service who is now collecting all the relevant 
facts regarding the assistance at present being given by railways. The object 
of the enquiry is first to obtain on an uniform basis the complete facts regard- 
ing assistance given from railway funds for the education of children of 
Railway employees; and, .secondly, to enable the Railway Board to formulate 
the future policy to be pursued with regard to the present commitments of 
the railways and the facilities given by i’rovincial Uovernments for education. 

103. Staff Welfare. — The Bombay, Baroda and Central India Railway 
have organised, through the Co-operative Credit Society of that railway, a 
Staff Welfare Fund which is intended to provide a means of assistance to 
employees of the railway who, through illness or other adversity, might re- 
quire some tangible form of relief to tide them over a period of extreme finan- 
cial embarrassment. 'Fhe Fund owes its origin to the existence of surplus pro- 
fits in the Co-operative Credit Society after the disbursement of the maximum 
dividend permissible under the Act and the necessary deduction for reserve. 
'I’o the available surplus profits from the Co-operative Credit Society, the 
Railway Administration have agreed to add an annual contribution of 
Rs. 10,000 from the Fine F'und, and the Welfare Fund has been able to 
start with a sum of approximately Rs. 50,000 at its credit. The Fund is 
administered primarily by sub-committees which investigate and grant assist- 
ance up to certain limits, referring the larger and more important cases for 
decision by the Agent, who is assisted by an advisory committee, representa- 
tive of different departments. 

The Bombay, Baroda and Central India Railway have also taken the 
opportunity of the lack of public demand for the Bombay Development 
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Directorate chawls at Worli to lease five of tliese for the jiurpose of accom- 
modating some 400 of the lower grade workshop staff of Parel. 'J'he chawls 
are conveniently situated within easy reach of the shops and close to the 
sea. The number, of employees with their families now ’living in the chawls 
comprise a colony of nearly"2,000 people and ther<! is an increasing deTtiand 
for accommodation. Certain rooms in the chawls have been allotted for co- 
operative stores, a night school, a wrestling room and a small gvmnasium, 
and a series of I.ant.ern lectures by Indian lecturers have j)roved extremely 
popular. An effort has also been made to inspire enthu.siasm for out door 
sports. It is hoped that the success which has attended the scheme may 
result in a higher s|)irit of .service and ‘ esprit de corps ’ among the staff. 

104. Strikes. — The only strike of importance during the year occurred 
on the Bengal Nagpur Railway. The Agent received a deputation from 
the Bengal Nagpur Railway Indian T.abour Union in Novembiu’ 1026 and 
di.scussed the grievances which had been formulated by that Ix^dy. He gave 
a detailed written re])ly in January 1027 and subsequently granted an inter- 
view to the President of the Union at which a threat to strike was with- 
drawn. Examination of points remaining nndis|)osed of was proceeding 
when on the night of 11th February after attending a TTnion meeting a large 
l>ody of workshop hands got out of control and attempted to take possession 
of Kharagpur Station. Next day the Kharagpur Branch of the Union 
declared a general strike within its jurisdiction and a few days later the 
Central Council of the Union declared a general strike oAer tbe whole line. 
The number affected varied from day to (lay and the gieatest number was 
about 15,000, of whom 10,000 were at Kharagpur, out of a total staff of 
65.000. On the 8th March the Union decided to call off the strike. 
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CHAPTER VII. 

MISCELLANEOUS. 

105. Amenities and improvements for the travelling public. — 

Following the {)ractice of the last three years an account is given below 
of the measures taken by each of the principal railways in the matter of 
improvements and amenities for tlie travelling public. Amongst many other 
improvements designed to meet the needs of passengers 18 Indian refresh- 
ment rooms and 87 vendors’ stalls wen? opened during the year, over 100 
additional waiting rooms or sheds were opened at existing stations and 20 
waiting sheds were enlarged. Hindu and Muhammadan dining cars are 
run on 59-Up and 58-I)own trains lietween Lahore and T3clhi. Hindu 
rcd’reshment cars have l>een provided on the Jodhpur Railway tm 9-Up 
and 10-Down between Taini Junction and Hyderabad (Sind) and on 74- 
Down between Tami Junction and Jodhpur. 

A ssam Ticmjal Jlmlnmy . 

A mixed train in each direction between Bhairab Bazar and 
Mymensingh and a shuttle train between (’haparnuikh and Nowgong were 
inti'oduced from 1st September 1926. An up and down goods train 
between Lumding and Mariani and between Dhoom and Laksam was con- 
verted into a 3rd class mixed train from 7th July 1926 and 15th November 
1926 respectively. An up and down passenger train between Chittagong 
and Chittagong Port for the convenience of passengers arriving or depart- 
ing with the B. I. Coastal Mail Steamers was introduced from 1st May 
1926 to run on mail days. 

Roof tanks were fitted to a number of 3rd class cai'riagcs and the 
water supply was improved at several stations. 

Refreshment stalls were provided at Laksam, Sitakund and Karim- 
ganj. A refreshment room for upficr class passengers was provided at 
Dhoom . 

The 3rd class waiting hall was completed at Chittagong and two wait- 
ing sheds for passengers with booking office and water •supply arrange- 
ments were constructed at Sitakund. 

A town booking office was opened in Sylhet Town. Balimara station 
was opened for coaching traffic, and a temporary flag station was opened 
at Pandu for the convenience of passengers attending the Indian National 
Congress. 


Bengal and North Western Railway . 

From 15th October 1926 an up and a down train previously running 
between Mau Junction and Azamgarh was extended to Shahganj , and 'from 
1st December 1926 an extra train each way was introduced between 
Nautanwa and Kunra Ghat. 

An Indian refreshment room has been opened at Muzaffarpur. 3rd 
class waiting sheds have been provided at Ragauli, .Janakpur Road, and 
Raxaul and a waiting room for Indian ladies has been provided at Raxaul. 

An additional booking office and a parcel godown have been opened in 
the 3rd class waiting shed at Bahraich; a Itmgage office for 3rd class 
nassensrers has. been provided at Gorakhpur; and a station with facilities 
for I looking of goods and passengers has been opened at Lakshmiganj. 
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Additional facilities for dealing with pilgrims visiting the Magh Mela 
at Allahabad have been provided at Izat Bridge station including 3 large 
enclosures. 


Bengal Nagpur Railway . 

New passenger train services were introduced between Khurda Road 
and Talcher and Danea and Barkakana. 

New bogie 3rd class carriages of an improved design with bodi('s 10 
feet wide were introduced. The compartments are fitted with sliding door- 
ways 4 feet wide hung on ball-bearing runners and easy to operate, d'he 
windows have glass frames and Venetian shutters and ventilation is i) 7 o- 
vided by means of louvres above the window openings. The latrines to 
these carriages are well ventilated and fitted with enamel east iron pans, 
electric lights and grab handles, d'he design of tlie pans and snrrotinding' 
floor in the lat}‘ine is so arranged as to ensure thorough drainage. 

About Rs. 15,000 has been expended during the year in ])roviding addi- 
tional drinking water and sheds. Foodstalls were o])ened at 4 and tea 
kioslvs at 9 stations during the year. Waiting rooms for Indian ladies at 
4 stations and passenger halls and extra waiting rooms at a number of 
stations were provided during the year. Kxtensions and improvcMiients to 
booking offices at 0 stations and to passenger platforms at 13 stations were 
carried out during the year. 


Burma Railways. 

From 1st April 1926 an extra evening local train in each direction was 
put on between Tonngoo and Pyu. From 15th Mav 1926 an additional 
suburban local train in each direction was introduced between Rangoon and 
Insein, increasing the number of passenger trains daily in ea(h direction 
between Rangoon and Insein to 47. 

Hydrants for drinking water were erected at 11 additional stations on 
the Southern Shan States Railway. Vendors’ stalls w(‘re nrovich'd at 29 
stations on the main line and 2 on Ywatanng Histrict Tea rooms were 
provided at Zibingvi station on the I.ashio Branch. 

Prome and Thazi stations were nhnilt with improved waiting halls and 
waiting rooms. 

In addition to the stations on the new extensions new statiems were 
opened at Sinlanzn, Zawchaung, Ma-TT and Potha- Aunggon, and a hooking 
office was opened in Pegu Pity. 


Bomhny , Baroda and Central India Railway . 

On the Broad OaTige one additional train each wmy was put on between 
Anancl and Oambav from 1st September 1926: also an additional train ('c^’h 
way between Bulsar and Broach dnriner the busy season. Double train 
service was continued on the Broach-.Tamhusa r Railway during tlie 
monsoon as an experiment, btit no more traffic was carried than by the single 
service in the previous year. 

On the Metre Gautze an up and down Goods train with third class 
carriages was put on between Harii and Mehsatia from 1st April 1926. An 
up and down local previon.slv runniner between Ahmedahad and Mehsana 
was extended from and to Varetha from 1st SepteT^d>er 1926, and an extra 
local was run in each direction between Aimer and Nasirahad. From 1st 
March 1927 an extra local in each direction was put on between Delhi arid 
Palam. 3rd class accommodation was orovided on the up and down parcels 
train between Marwar Junction and Mehsana and on no and down goods 
trains between Palanpur and Mehsana. An extra train was run between 
Kfilol and Vijapur, 
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On the broad gauge all the main line passenger trains are now elec- 
trically lit on the block system and also certain trains on the branch lines. 
On the metre gauge dynamos have been fitted to certain carriages to improve 
the lighting. 

A through bogie, 1st, 2nd and 3rd class carriage was introduced between 
Bombay and Agra via Byana on the up and down Express trains but this 
was not patronised and was therefore discontinued. On the metre gauge 
through Ixtgie thirds were introduced during the year as follows : — 

Between Delhi and Hyderabad Sind by 3-Up and 4-Down Express. 

Between Rajkot and Hyderabad Sind by Sind mail. 

Between Ajmer and Merta Road by 3-Up and 4-Down Express. 

Between Bhatinda and Delhi by 10-Up and 26-Down and 25-Up and 
14-Down. 

The arrangements for providing ('ool drinking water in running trains 
during the hot weather by travelling Hindu watermen was continued. The 
wells at 4 stations were deepened. 

Vendors’ stalls were provided at 9 stations and waiting sheds at 9 other 
stations. 

4 new flag stations were opened and 8 old flag stations were converted 
into regular booking stations. 

High level platforms were provided at Dnngri and Umbergaon Road, 
and the platforms at Anand and Baroda were stone paved. 

Foot over-bridges were provided at Palej and Bhayndar. 


Eastern Bengal Railway. 

On the broad gauge 5 additional trains were introduced oti the converted 
section l*arhatipur to Siliguri to improve the servic'e to Northern Bengal and 
to make connections at Parbatipur. Of these the Northern Bengal Ex])ress 
has proved very popular. Three additional trains each way were put on to 
restore convenient services to local courts, which had been upset by the re- 
arrangement of the time table in connection with the through running to 
Siliguri. 

On the metre gauge, .5 additional trains were introduced on various sec- 
tions to improve connections with main line trains at Parbatipur. Addi- 
tional trains were alsfi introduced on branch lines. 

The lighting of inter and 3rd class carriages has been improved 25 per 
cent, by fitting additional lights. T.ights have also been fitted in the 
lavatories . 

Rs. 36,000 were spent in increasing the number of water taps on plat- 
forms and in the provision of Ashford tube wells at 14 stations. Arrange- 
ments have also been made to supply large earthen vessels for drinking water 
for the travelling public at all stations. 

The ITindu refreshment room at Katihar has been completed, and re- 
freshment rooms for Hindus were also opened at Ranaghat and Naihati. 

New 3rd class waiting halls have been built at 6 stations while the 
shelters on island platforms have been extended at 3 stations. At 14 
stations sheds have been improved and at 18 stations new platforms have 
been constructed or the existing platforms raised. Indian ladies waiting 
rooms were constructed at 9 stations and waiting accommodation for upper 
class passengers at 4 stations. 

Better booking facilities for inter and 3rd class passengers were pro- 
vided at 2 stations and separate parcel offices and godowns were built at 4 
stations. Nearly one lakh of rupees was spent in providing new approach 
roads and in improvements and heavy repairs to the existing tapnroach mads 
to stations including improvements to y)orches on No. 8 platform and in 
the circulating area at Sealdah 
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East Indian Railway. 

A new express train service No. 7-Up and S-Down was introduced 
between Howrah and Delhi nid Agra Cantonment and Muttra. This service 
is timed at mail speed and is considerably appreciated by long distance 3rd 
class passengers. 

A through fast train service was introduced between Agra Cantonment 
and Bareilly. Two mixed trains each way were introduced on the Bhagalpur- 
Mandar Hill branch which was reopened for traffic from 1st October 1926. 
An additional through train was introduced between Moghal Serai-Beiiares- 
Allahabad via Janghai from 1st March 1927. A service oi' 2 tln’oiigh trains 
daily now serves these places in each direction. No. 41-TTp and 42-Down 
Howrah-Agra through expresses were also routed over this .section. An 
additional through train was intrr)dnced each way between 'Partabgarh- 
Janghai-Jaunpore from 1st March 1927, to connect at Janghai with the 
additional service between Benares and Allahabad. 

A number of 75 gallon drinking water tanks fitted with push cocks were 
installed in 50 brakeva.ns for the Kumlih Mela traffic thus enabling passengers 
to obtain water from the trains at stations. After the Kumbh Mela was 
over the intention was to transfer the tanks to the through express and 
passenger trains. 

Tube wells wore provided at 3 stations, shelters for drinking water stands 
were erected at 12 stations, while the drinking water supply was improved 
in various ways at 19 stations. 

Refreshment rooms for Hindus were completed during the year at 
Burdwan, Fyzabad and laicknow, while Muhammadan refreshment rooms 
were opened at Howrah, Partabgarh and Tmeknow. A vendors’ stall of 4 
units was constructed at 8one East Bank and an additional vendors’ shop 
was provided in the 3rd class waiting shed at Benares C^antonment. 

The inter class waiting room at Patna City and an Indian T.adies wait- 
ing room at Shiupur and a general waiting room at Dhampur were comiileted. 
3rd class waiting sheds were completed at Tallooah, Ha/.aribagh Road, 
Sitapur, Shiupur, Hapur, Rampur and Basharatgunj, while pucca floors 
were provided in a number of other waiting sheds. 

A 3rd class booking office for women was completed at Howrah and a 
new booking office was provided in the 3rd class waiting shed at Ehaksar. 

New stations were opened at Katoghan, Aithal, and Macharga. 

Approximately one lakh of rupees was expended on improving the faci- 
lities for booking of 3rd class passengers and checking of tickets at Howrah. 

Passenger platforms were extended at 9 stations. Septic latrines to 
Zenana enclosures were provided at 8 stations. 

During the year the electric lighting in a number of through express 
and passenger rakes was rearranged so as to improve the internal lighting 
and at the same time to light the train externally and the ground oJi each 
side to a distance of about 10 yards. This should assist in the prevention 
of train thefts and other crimes. Passengers alighting at way side stations 
will also be assisted by the additional light from the train. It is proposed 
to fit all passenger trains in this manner as the opportunity offers. 

Great Indian Peninsula Railway. 

The following additional passenger trains were introduced : — 

29-Down and 28-Up Nagpur express trains between Bombay and 
Nagpur from 1st April 1926. 

167-Down and 168-Up passenger trains between Lonavla and Poona 
from 1st September 1926. 

The 3rd class passenger service by 33-Down and 34-Up parcels trains 
between Igatpuri and Bhopal was extended to Agra on and frpm 
18th June 1926. 
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Up-to-date bogie carriages are being rapidly put on the line in replace- 
ment of obsolete types of 4 wheeled vehicles- The new bogie vehicles are 
fitted with electric lights, increased lavatory accommodation of a more 
sanitary type, and better seating accommodation. 

At 8 stations Hindu and Muhammadan foodstalls with cook houses have 
been completed. 

Waiting sheds for 3rd class passengers were provided at 6 stations. 

Flag stations have been opened at Babupeth and Chawlkheda for restrict- 
ed booking of passengers and luggage to and from stations on the same 
branches. 

Passenger platforms have been lengthened at 24 stations and foot over- 
bridges constructed at 6 stations. 


Jodhpur Railway. 

An extra mixed train each way was introduced between Mirpur Khas 
and Hyderabad (Sind) from 15th May 1926. A Sunday service was started 
on the Merta City branch from 6th June 1926. 1’hrough bogies thirds with 
luggage vans were introduced in April 1926 between Bikaner and 
Ahmedabad, Hyderabad and Phulera, and Phulera and Bikaner. 

The separation of the Jodhpur and Bikaner Railway systems resulted 
in an acute shortage of rolling stock, particularly coaching vehicles, on the 
Jodhpur Railway. This shortage has to an appreciable extent been over- 
come but the placing of new stock on the line has been considerably retarded 
by the delay in the shipment of underframes on account of the coal strike 
in England. It is anticipated that l>y the end of 1927-2R this shortage will 
have been made good. 

Hindu refreshment cars have been provided on 9-TTp and 10-Down 
between T.uni Junction and Hvderabad and on 74-Do*wn between Luni 
Junction and Jodhpur. Electric fans have been fitted in second class 
carriages. 

The construction of the new station building at Raika Bagh Palace 
has lieen completed- Flag stations at Run and Bomadra were opened for 
through goods and coaching traffic from 1st September 1926. 

Passenger waiting shed were completed at Pithoro, Jamesabad and 
Besroli . 


Madras and, ^ovthrrn Mahratta Railway. 

On the Broad gaiige a fast Mixed train was introduced between Arkonam 
and Renigunta from Ist April 1926 and from the same date an extra train 
from Madras to Arambakk'am and back was added to the Madras suburban 
services. From 1st March 1927 an additional midday local train in each 
direction was introduced between Madras and Trivellore. From 1st April 
1926 a motor coach service was introduced between Tenali and Chirala and 
was extended to Chinnaganiam in June The traffic outgrew the capacity 
of the rail coach and it was replaced by a light passenger train from 
September 1926. 

On the Metre gauge Nos. 11 and 12 trains running between Poona and 
Koregaon were extended to and from Kolhapur. No. 0-Down Kolhapur 
Passenger was given a later start from Poona and run at an accelerated 
-speed for the convenience of through passengers arriving at Poona by the 
Oreat Indian Peninsula Railway trains. 

Additional platform hydrants have been provided at Trivellore on the 
broad gauge and at 9 stations on the metre gauge. The chlorination of the 
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water supply at Pakala is being arranged experimentally and if it is found 
succ 5 essfui it will be extended to other stations. 

Indian refreshment rooms were opened at Guntur and at Cuddapah. 
Refreshment stalls in 3rd class waiting sheds have been completed at 8 
stations on the broad gauge and at 4 stations on the metre gauge- Provision 
of separate waiting accommodation for 3rd class lady passengers has been 
completed at Madras Central, Raichur and Bezwada on the broad gauge 
and at 9 stations on the metre gauge. 


His Exalted Highness the Nizam, ’’s (1 uaranteed State Railway. 

On the broad gauge 13 additional suburban trains were put on from 
1st April 1926 and 6 more were added from 1st September 1926. 

On the metre gauge 12 additional suburban trains were piit on from 
1st April 1926 and an additional passenger train was introduced between 
Hyderabad and Nizamabad on and from 1st September 1926. 

The new broad gauge 3rd class bogies are fitted with — 

(а) Double roof electric liglits, 

(б) Staggered torpedo ventilators tliereby doubling the usual number 

to give better ventilation, 

(c) High backed seats to give more comfort. 

Additional Indian refreshment rooms have liecn yirovided at Dornakal 
and Puma. 

Waiting halls for 3rd class ])assengers have lieen Imilt at Sailu and 
Umri stations. A 3rd class Zenana waiting room has been provided at 
Hyderabad metre gauge and a, Ladies’ waiting room at Parbhani. 

Koloor was opened on 1st December 1926 as a Halt for the local booking 
of coaching traffic. 


North MN' stern Railway. 

27 additional passenger trains were introdnci'd during the year on 
various sections. 3 Sentinel steam coaches an<1 2 trailers were received in 
November and after erection and trial were put into service during the spring 
of 1927. The running of the two rail motors introduced in Sejitenfoer 1926 
between Landi Kotal and Peshawar Cantonment was discontinued in 
November for want of sufficient patronage. 

With few exceptions all the main line trains are now electrically lit 
throughout, as well as many of the branch line services. During the year 
experiments were carried out with external lighting to assist passengers 
at night at low and rail level platforms and as a protection against thieves. 
The experiments were successful and it is proposed to extend the system to 
all important trains. 

36 all-steel lower class carriages were added to the stock during the year, 
the lavatories of which are provided with automatic .self closing water cocks 
to avoid Avastage of water and to improve the flushing arrangement. 

Tube wmlls, some with mechanical pumps and some with hand pumps, 
have been installed at many stations to take the place of open wells. These 
tube wells are particularly beneficient at small stations where the former 
shallow wells supplied indifferent water. At some of the larger stations 
special tube wells connected to the overhead tanks and distribution systems 
leading exclusively to taps now provide a pure source of drinking water 
Among the stations treated this year are Wazirahad, Gunna Kalan, Wan 
Radha Ram, Pattoki and Dkara, 
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At many stations the piped water supply is bejng improved and special' 
cold water tanks installed. Water cooling shelters are being provided in 
increasing numbers and their design is being improved. 

Refreshment rooms for Hindus and Muhammadans have been completed 
at Rohri and Ferozepur (kintonment, and tea rooms for Hindus and Muham- 
madans have been pT'ovided at Landi Kotal. Hindu and Muhammadan 
dining cars were run on 59-Up and 58-Down trains between Lahore and 
Delhi. 

3rd class waiting halls have been comjileted at 16 stations and the wait- 
ing hall ac(‘ornmodation at Jullundur City has lieen doubled. Platform 
shelters have l)een provided at 7 stations. 1st and 2nd class Indian waiting 
rooms have been provided at Haripur (Hazara), Narowal and Rohri and 
Taidies’ waiting moms at Khairpur Mirs, d''ando Adam. Hyderabad and 
Sliikc' r})ur. An inter class waiting hall has been built at Quetta. 

Besid es the stations on new branches, the following additional stations 
have been opened during the year: — Rarkala, Dholan, V<akilwala and 
Bahunian. Additional l)ooking ollices for 3rd class passengers have been 
provided at Tando Adam, Sehwan and Jullundur City. 

Additional passenger platforms have been provided at (Jiak Pirama, 
Kalian, J.,ohi Bhir and Rumian. 

Automatic weighing machines for Ixroking 3rd class passengers’ luggage 
have been installed at Lahore, Amritsar, Jullundur Cantonment, Pathankote 
and Gujranwala. 

New vendors shops have been provided at .a number of stations, includ- 
ing Sehwan. 


Rnhilkund and Knmaon Rnihvay. 

On(‘ additi<'nal up and down train has been provided on ea,ch of the 
following sections; — 

Bareilly Junction — Kasganj Junction. 

Bareilly City— Lalkua. 

Kashipur — Ramnagar. 

Kashipur — Kathgodam . 

Two additional up and down trains have been added between Bisalpur 
and Shahjahanpur. 

Three composite inter and 3rd and 27 third class carriages have been 
rebuilt and converted into new type omnibus sided carriages, and fitted with 
electric light in place of oil light. All coaching stock is now lighted elec- 
trically. 

All 3rd class passenger stock is being internally painted with the roof 
and upper half of the sides white and the lower half light grey. This has 
considerably brightened up the interior of the carriages. 


South Indian Raihvay. 

On the Broad Gauge 2 through trains were introduced from 1st October 
1926 between Jalarpet and Madras Central for the convenience of passengers 
to and from the West Coast. 

On the Metre Gauge 2 through trains were introduced between Madras, 
Egmore and Trichinopoly, Taniore and Trichinopoly, Chingleput and 
Conjeeveram from 10th June 1926, 
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Two more trains were put on between Chingleput and Conjeeveram from 
1st February 1927 to counteract road motor competition. Two shuttle trains 
were run between Tinnevelly and Sheiicottah from lOth June 1926 and rail 
inotor services were introduced between Quilon and Trivandrum and Quiion 
and Punalur, from 1st January 1927. 

Hydrants have been provided on 25 stations. An Indian light refresh- 
ment stall was provided at Palghat. 

3rd class waiting sheds have been completed at 8 stations and at 4 n.orc 
stations the sheds have been extended. Platforms have been widened at 10 
stations. Upper class waiting rooms have been opened at Koilpatti, 
Irinjalakuda, Ollur, Tillavilagarn and Ikipaiiasam, and a retiring and 
sleeping room for Indians has been ]>rovi(le(l at Nega})atam. 

Nine new stations have been opened, ('hingleput and Villupuram 
stations have been lit by electricity. Ordinary oil liglits at 7 stations have 
been substituted by high power lights, and additional high power lights have 
been provided at 6 stations. 

Platform benches have been provided at seven stations and benches in 
the 3rd class waiting sheds at 22 stations. 

106. Coupon tickets lor mercantile firms. — d'his scheme, whereby first 
class tickets at reduced fares are issued to the re|)resentatives of firms for 
journeys totalling 3,000 miles performed on business within six months and 
which was originally introduced by the Madras and Southern Mahratta 
Railvvay, was described in paragraph 94 of last year’s rci)ort. During the 
year it was adopted by the F.,ast Indian, Eastern Bengal, Great Indian 
J?eninsula, North Western, South Indian, Bengal Nagpur and 11 is b'xaltcal 
Highness the Nizam’s Guaranteed State Railways both in local and thi-ough 
Ixjokiiig. Some 380 of these coupon books were .sold during the year and in 
addition 54 second class books were sold on the Great Indian Peninsula, 
Eastern Bengal and Itast Indian Railways. 'J'he question of introdmdng 
second class books on other railways is under consideration. Detailed rules 
jt'gar<ling the issue of cou})on books will be found in tlie time tal)l<;s and 
guides of different railways. 

107. Flood Damages. The most serious floods of (he year occurred in 
Burma where very serious damage was caused to the formation and bridges 
of the Burma Railways and communications were interiuptcd in 3 areas of 
considerable size : — 

(A) the Insein and Tharrawaddy Districts, 

(B) the Pegu District, 

(C) the vicinity of Thazi, the junction in Upper Burma where the 

Southern Shan States and Myingyan Branches take off from 
the main line. 

There were also damages of a less serious nature in other places. The 
interruptions in the Insein, Tharrawiiddy and I'egu Districts were simul- 
taneous and were due to unusually heavy rainfall in the Pegu Yomas from 
August 13th to 16th, 1926. As a result Rangoon was completely cut off for 
a time from the interior of Burma. For miles railway embankments were 
under water, the abutments of bridges were under-mined and one bridge 
consisting of six spans of 40' was completely destroyed- 100,000 acres of 
rice land in the Pegu District were damaged. Roads also suffered scwcrclv 
and more than one town was under water for days. Although communica- 
tions were restored with great rapidity considering the extent of the damage 
considerable inconvenience was caused and the railway company suffered con- 
siderable loss of revenue over and above the expenditure incurred in repair- 
ing the damage. The Btirma Government appointed a Committee, including 
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the Chief Engineer of the Burma Railways, to investigate the causes of the 
Hoods and to make recommendations for the future. The causes were found 
to be the excessive rainfall and the deterioration of the waterways. The 
latter was chiefly due to the lengthening of the courses of the streams from 
the Pegu Yomas caused by the rising coast line, the consequent reduction in 
their slope and silting of their beds, inadequate allowance for waterways at 
certain places both on the roads and on the railway, the. damming up of the 
natural drainage channels by fishermen and inadequate control over the float- 
ing of timber. The most important outcome of this enquiry has been the 
improved co-operation of the railway and Government Engineers in deter- 
mining the waterway that should be provided at various points in the rail- 
way lines. It has also been decided that all difficult and doubtful questions of 
waterways throughout Burma shall in future be settled by a small standitig 
committee consisting of a Railway Engineer and a Public Works Department 
Irrigation Engineer. 

The floods in the vicinity of Thazi occurred two months later than those 
described above and were not included in the terms of reference of the Com- 
mittee. These floods were due to excessive rainfall at Meiktila and in the 
range of hills to the east of the main line, whit'h forms the watershed 
between the Samon River and the Myittha River, further to the east. The 
interruptions to the communications were of much longer duration in this 
area, the periods being — 

Main line : — 

South of Thazi — 

Between Shweda (Mile 28ii) and Pyawbwe (Mile 287) from I8th 
October 1926 to 27th Octol)er 1926. 

Between Nyaungyan and I'ha/.i from 25th October 1926 to 26th 
Octobei' 1926. 

North of Thazi — 

Between Thedaw (Mile 1322) and Ivyaukse (Mile 839) from 18th 
October 1926 to 23r<l November 1926 

and again from 24th November 1926 to 7th December 1926. 

Southern Shan State Branch — From 18th October 1926 to 16th 
November 1926 and again from 23rd November 1926 to 13th 
December 1926. 

Myingyan Branch . — From 18th October 1926 to 22nd October 1926. 


Great Indian Peninsula Railway. 

In September 1926 owing to unprecedented floods in the Nerbudda River 
the railway bridge between Shahpura and Bikrampur on the Jubbulpore- 
1 tarsi section of the Great Indian Peninsula Railway was completely sub- 
merged and the girders consisting of 6 spans of 40' arches and 5 girder 
spans of 150' each were washed away. Communication on this section which 
forms part of the main route between Bombay and Calcutta was interrupted 
indenfinitely and the mail trains were diverted rid Katni, Bina and Jhansi. 
A new single line bridge on a new alignment is being constructed, to replace 
the bridge that was destroyed . 


Bengal Nagpur Railway. 

The Nerbudda bridge on the Narrow Gauge (Nainpiir-Jubbulpore) sec- 
tion of the Bengal Nagpur Railway was also badly damaged, five main girders 
being washed away. 


Burma Railways. 



BREACH AT BRIDGE 192 , MILE 335 - 1 . 






Miscellaneous. 


65 


The very heavy rain in the Jubbulpore District from September 20th 
to 22nd, 1926, was also responsible for the breaching of the Bengal Nagpur 
Railway between Bilaspur and Katni. The breaches were mainly confined 
to banlre except at Johilla where two girders of a bridge were washed away, 
A pontoon bridge was erected as soon as possible for the temporary tranship- 
ment of passengers, parcels and special consignments np to one maund in 
weight, and at the same time arrangements were made to erect temporary 
girders on the existing piers, which would enable trains to be pushed over tlie 
bridge and would supersede the transhipment over the pontoon bridge. 


Bengal Dooars Railway. 

This line was breached at Barnes Junction on 19th August 1926, due 
to the Teesta River cutting into the line, 'rranshipmenl of all kinds of 
traffic was arranged and through running could not Ix^ restored till 4th 
October 1926. 


Bombay., Baroda. and ('entral India Raihray. 

Owing to heavy rain on 1st September 1926 the line between Abu Road 
and Banas was breached in several places. Through communication was 
restored from the evening of 4th Septeni))cr. 'I'here was a further breach 
on the 8th September on the metre gauge section in 2 places, through com- 
munication being restored on the 13th and 15th Sei)temher 1926. 


North Western Railway. 

The double line between Karachi and T.andhi on the Karachi Kotri 
section was badly breached on the ,5th September 1926 due to a severe cyclone. 
The line was completely submerged in several places and all telephonic and 
telegraphic communication entirely broke down. Single line woi'king was 
resumed the next day and double line working on the lOth. 

The Kalka-Simla section was blocked l)y a lieavy landslide between 
Taksal and Gumman on the 3()th July and between Shogi and Kathleghat 
stations on the 6th September. All trains were transhipped and through 
communication was restored on 2nd August and 12th September respectively. 

The Khyber Railway was breached on two f)cc.asions, viz., on 9th August 
1926 and 4th September 1926 through running being resumed on 11th 
August 1926 and 12th September, respectively. 


Mysore Railways . 

The line between Kavalanda to (diamarajanagar was breached in several 
places on 9th September 1926, through communication being restored on 11th 
September. 

Bengal and North Wd^stern Railway . 

On the night of 2nd August 1926 tlie embankment was cut by \ illagers 
between Khadda and Cffihitauni stations and a hia'ach 1^0 feet wid(' was 
found which stopped communications beyond Khada. '^Phese were restored 
on 3rd September by opening a diversion round the breach. 

The line between Suraimanpur and Reoti on the Chupra-Balia section 
was breached on 14th September. Passengers were diverted rid llhani' 
Junction, transhipment being not possible. Through running was resumed 
on 20th October. 

Jodhpur Railway. 

On the night of 9/ 10th September 1926 the line was badly breached 
between Janiana and Gole due to,heavy floods in the I, uni river. Through 
communication was restored on the 14th. 
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108. Accidents. — The following table shows the numbers of passengers, 
railway servants and other persons killed and injured in 1925-20 and 
1920 27 




Killed. 

Injured. 



1926-27. 

1925-26. 

1926-27. 

1925-26. 


A. — PasHengeffi. 





(1) 

lu accidorits to trains, rolling-stock, 
permanent way, etc. 

16 

2-2 

126 

IGI 

(2) 

In aceidenis caused liy movements of 
trains and railway vehicles^ exclusive 
of train accidents. 

324 

,352 

1,117 

1,131 

(S) 

In accidents on railway premises in 
which the movement of trains, 
vehicles, etc., were not concerned. 

7 

3 

21 

31 


Tot A I- 

347 

377 

1 

1,264 

1,323 


B. — Bail way Servants, 





(1) 

In accidents to trains, rolling-stock, 
permanent- way, etc. 

25 

20 

126 

141 

(^) 

In accidents caused by mov^ements of 
trains and railway vehicles exclusive 
of train accidents. 

319 

333 

1,253 

1,285 

(3) 

In accidents on railway premises in 
which tlie movement of trains, vehi- 
cles, etc., were not concerned. 

46 

49 

2,204 

1,897 


Total 

390 

402 

3,583 

3,323 


C, — Other persons. 





(^) 

In a cidents (o trains, rolling-stock, per- 
manent-way, etc. 

19 

35 

35 

78 

(•i) 

In accidents caused by movements of 
trains and railway vehicles exclusive 
of train acciJents. 

2,107 

2,081 

793 

817 

(3) 

In accidents on railway premises in 
whitdi the movement of trains, velii- 
cles, eic.j were not concerned. 

30 

23 

61 

08 


Total 

2,156 

i 

i 2,139 

889 

963 

» mmma 

t^KAND TOTAL 

2,893 

2,918 

1 

5,736 

5,609 
























Nerbudda Bridge Washaway, G. 1. P. Railway. 
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109. The number of passengers killed shows a decrease of 30 and the 
number of passengers injured shows a decrease of 59. These figures of 
passengers killed and injured are the lowest of the last five years in spite of 
an increase of passenger train mileage during this period of 9,906,000 miles 
or 15 per cent. 


Year. 

Pass e n 

Killed. 

O ]• BS . 

Injured. 

1922-23 . 


. 

• 



40.5 

] ,308 

1923-24 . 


. 


• 

• 

372 

1 

3,27 2 

3924-25 . 

• 

. 

- 

* 


1 

41S 

1 

1,312 

1 925-2 r> . 

- 

. 

• 

• 


! 

1 877 

1 1,027 

1926-27 . 

• 

• 

• 


• 

1 347 

1 

1,264 


110. The following table analyses the main causes of accidents to railway 
servants on Class I Railways which occurred by movements of trains and 
railway vehicles exclusive of train accidents : — 



Numbers killed. 

Numbers 

INJURED. 

Cause. 

1926-27. 

1925-20. 

1926-27. 

1925.t»6. 

1. Misadventure or accidental 

203 

1 212 

883 

901 

2. Want of caution or misconduct on the 
part of the injured person. 

98 

101 

265 

% 

279 

3. Want of caution or breach of rules, etc., 
on the part of servants other than the 
persons injured. 

11 

9 

37 

51 

4. Dofectiv^e apparatus or s\ stem of work- 
ing, dani^erous places, dano^erous condi- 
tions of work oi- want of rules or 
systems of working'. 

1 

1 

4 

5 

Tixtal 

313 

323 

1,189 

1,230 


These figures show a decrease of 10 killed and 47 injured cornj)ared 
with 1925-26. 

111. Out of a total of 2,893 persons killed on railways 1,784 were tres- 
passers and 253 committed suicide. 

112. The following statement analyses the accidents which occurred on 
all railways during the last two years grouped under the principal causes. 
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A fuller statement showing the accidents in greater detail under the separate 
railways is to be found in Appendix D of Volume II of this report : — 



1926-27. 

1926-26. 

llunnin^ over cattle ...... 

10,053 

9,612 

Derailments not involving passenger trains 

4,946 

4,397 

Accidents due to failure of couplings and draw 
gear ........ 

2,930 

2,722 

Accidents due to failure of machinery of engines, 
springs, etc., or faulty working of crew, or 
other causes ....... 

2,211 

2,178 

Derailment of passenger trains .... 

381 

347 

Fires in trains or at stations or bridges . 

283 

290 

Collisions involving goods trains or goods 
vehicles ....... 

378 

309 

Broken rails ....... 

330 

361 

Running over obstructions on the line 

320 

294 

Bursting of tubes and boilers of engines . 

604 

275 

Accidents due to failure of axles 

46 

145 

Flooding of permanent-way .... 

132 

92 

(Collisions involving passenger trains 

75 

65 

l^issenger trains running in the wrong direction 
through points but not derailed 

90 

98 

(Collisions between light engines 

68 

66 

Land slips ....... 

44 

40 

Accidents due to failure of tyres or wheels 

49 

20 

Accidents due to failure of brake apparatus 

19 

33 

Trains running through level-crossing gates 

37 

26 

Failure of bridges or tunnels .... 

20 

12 

Miscellaneous ....... 

447 

712 

Total 

23,463 

22,094 


Cases of running over cattle are still responsible for the largest number 
of accidents — 43 per cent, of the whole. 

Derailment of passenger trains ’ and ‘ Collisions involving passenger 
trains ’ were rather more numerous and may be attributed to an increase 
in passenger train mileage amounting to over five million miles. 

Accidents due to failure of axles ’ and ‘ Miscellaneous accidents * 
show a decrease and there are also decreases under ‘ Fires in trains or at 
stations or bridges ' Broken rails ’ and ‘ Accidents due to failure of brake 
apparatus ’. 

The small increase in ‘ Running over obstructions on the line ’ and 
‘ Trains running through level crossing gates ’ is chiefly due to the increas- 
ing number of motor vehicles on the roads. In this connection it may be 
mentioned that the Railway Board have during the year given very careful 
attention to the question of level crossings with a view to improve the vehicle 
driver’s field of vision and generally to provide better protection for cross- 
ings. 

The other increases are mainly attributable to a general increase of 3-4 
per cent, in train mileage. 

113. The following is a brief account of the more serious accidents which 
occurred during the year: — 

Derailment of 604-Up Express on the Lucknow -Cawnpore branch . — 
On 26th July 1926, No. 604-Up Great Indian Peninsula Express was de- 
railed between Harauni and Jaitipore stations on the Lucknow- Cawnpore 
Branch of the East Indian Railway. The accident was due to the removal 
of dog spikes and fishplates by some unknown persons with the deliberate 
object of wrecking the train. Four bogie coaches and one four-wheeled car- 
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riage were derailed and capsized and the track for a distance of about 
100 yards was uprooted. No one was injured and a diversion was com- 
pleted on the next day. The result of the police enquiries led to the pro- 
secution of the sub pel manent-way inspector and two trollymen, who how- 
ever were acquitted by the Sessions Judge, Lucknow. 

Level-crossing accident near Aligarh. — At about 1 — 15 on the morning 
of 22nd November 1926 No. 89-Up Passenger whilst proceeding from Aligarh 
to Bareilly ran into a camel cart, containing twelve passengers, on the level- 
crossing at gate No. 87, mile 100, Aligarh-Bareilly branch. As a result of 
the collision four of the occupants of the cart were killed outright and eight 
seriously injured, two of whom subsequently died in hospital. The cart was 
completely destroyed. The accident was due to the gates being left un- 
attended and open without lamps during the night hours. The gateman was 
pro8<!Cuted and sentenced to 18 months’ rigorous imprisonment. 

Bhadrak Accident. — At 22-30 hours on the night of the 13th March 
1927 No. 4-Up Madras Mail collided with a shunting engine attached to 
wagons in the goods yard at Bhadrak, a station on the East Coast Section 
of the Bengal Nagpur Railway, 183 miles South of Calcutta, owing to the 
facing points, being set for the wrong road. Both engines were badly 
damaged- A luggage van and two 3rd class bogies immediately behind the 
mail engine telescoped. 14 passengers were killed and 66 injured. Of 
the staff one pointsman was killed while the drivers of both engines and 
one lireman were seriously injured. The points locker responsible for lock- 
ing the points was found principally to blame and ivas sent up for pre.secu- 
tion. 

Tram blown over by the wind. — A curious ac cident, with fortunately no 
serious results, occurred on June 9th, 1926, on the Bikaner State Railway 
(.Metre gauge). Shortly after 7 in the evening, a mixed train of 16 vehicles 
proceeding from Chaiaud to Hissar was struck by a violent gust of wind, and, 
with the exception of the engine, laid on its side. Ten passengers received 
slight injuries. The force of the wind was so great after leaving Charaud 
that the driver was forced to apply the brake. As the train came to a stand 
still it was gently lifted and laid on its aide, the engine only remaining firm. 
The curicms feature of the case was the way all the vehicles were gently laid 
in a straight line with scarcely any damage to the wood work. 

114. Safety First . — A brief account of ‘ Safety First ’ measures on some 
of the principal railways is given below. Arrangements are also being made 
by the Chief Publicity Officer to prepare a suitable film on the subject for 
display by the Railway cinemas. 

Bombay, Baroda and Central India Railway. — In consultation with 
the Chief Inspector of Factories of the Bombay Presidency, 4 posters were 
designed by this railway for display in the Company’s Workshops. These 
posters were prepared from actual photographs of safe and unsafe methods 
of working in selected branches of manufacture and maintenance work in 
the Railway Workshops. To enable the full benefit to be derived from the 
instmctions they have been printed not only in Fmglish but also in three 
vernacular languages. 

Eastern Bengal Railway. — Copies of illustrated booklets prepared by 
the Great Indian Peninsula Railway were distributed to District Officers 
for communication of relevant portions to their staff. Inspecting sub- 
ordinates were instructed to take the opportunity, while visiting stations, of 
addressing the staff on ‘ Safety First ’. The compilation of ‘ Safety First’ 
pamphlets for particular classes of the staff is in hand. 

Great Indian Peninsula Railway . — The illustrated booklet mentioned 
in last year’s report has been translated into Hindi, Marathi and Urdu and 
distributed throughout the line. The principles of ‘ Safety First ’ have been 
explained by the insp^ting officers to the clerical and menial staff; special 
circulars have been printed and issued to all goods shed staff, drawing theip 
attention to the rules in connection with the handling of dangerous and 
explosive goods, especially at night. 

a 2 
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Madras and Southern Mahratta Railway. — Coloured posters warning 
staff against dangerous practices and pictures for the use of illiterate staff 
showing the right and wrong way of handling tools and machinery from the 
point of view of safety are posted in the Workshops. A statement showing 
particulars of staff killed and injured on each District is sent to the District 
Traffic Superintendents in order that steps may be taken by them to minimise 
accidents and imbue the staff with the necessity of observing Safety First 
measures- 

H . E. H. the Nizam’s Guaranteed State Railway. — Safety First 
booklets were distributed to the staff and special notices in English, Telugu 
and Mahrathi are under preparation for the information of the public and the 
staff. Special look-out men are being appointed at places of danger as a 
protection to gangmen. 

North Western Railway. — Propaganda work in this connection is being 
done through the medium of the North Western Railway magazine, by means 
of illustrative sketches, notices, slogans, etc. Cinema slides on this subject 
are shown between films and arrangements are being made to issue coloured 
posters to impress on the minds of illiterate employees and members of the 
public the importance of this subject. 

Renyal Nayput Railway . — The principles of ‘ Safety First ’ have been 
impressed on the staff by photogra[)hs and article in the Bengal Nagpur 
Railway magazine, and by special headings in the weekly gazette. 

115. Publicity. — Railway propaganda in India has hitherto been mainly 
tlirected towards endeavouring to attract upper class tourist traffic. The 
Railway Board have, however, lately devoted considerable attention to the 
whole question of railway publicity as a means of encouraging lower as well 
as upper class traffic. After careful consideration it was decided to estab- 
lish on each of the State-managed Railways, branch publicity bureaux 
organised on the lines of the publicity bureau on the Great Indian Peninsula 
Railway. By the end of the year under review these bureaux had all come 
into existence. At the same time a central publicity bureau at Bombay 
was inaugurated, and placed in charge of a Chief Publicity Officer working 
under the orders of the Railway Board, for the purpose of : — 

(1) co-ordinating and directing the work of the branch bureaux, 

(2) controlling overseas publicity on behalf of the State Railways, 

(3) taking over and carrying out all film production for the State 

Railways, ' 

(4) generally developing all railway publicity activities. 

The sineess of the Great Indian Peninsula Railway cinema car which 
was commented upon in last year’s report has induced the Railway Board 
to extend the scheme to the other State-managed Railways. Travelling cine- 
mas complete with van, apparatus and operators were accordingly fitted up and 
were put into (operation towards the close of the year on the East Indian and 
North Western Railways, while a similar car was expected to start running 
on the Eastern Bengal Railway early in 1927-28. The purpose of this 
cinema campaign is mainly educative and amongst the non-railway audience 
the range of subjects displayed is intended to appeal to cultivators of cotton, 
wheat and sugar and agriculturists generally or to the pilgrim and poten- 
tial traveller. The films are also intended to broaden the outl<X)k of the 
railway staff and to stimulate their interest in the primary products and 
industries and in general travel with which they are intimately concerned. 

The work of producing films, designed to secure these objects, which 
was originally undertaken by the Great Indian Peninsula Railway was 
handed over to the Chief Publicity Officer on the opening of tlie central 
publicity bureau, and a fresh programme of film production dealing with 
railway technical subjects is under preparation embodying Safety First, 
Vaccum brake. Lubrication, Steam valve gear. Track maintenance. Elec- 
trification, Bridge construction. It is intended to add to these subjects from 
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time to time, making each film as crisp and concise as possible in order 
to avoid the risk of tiring the audiences. These films will, besides being 
displayed at stations, also be useful for lecture purposes in the railway 
tecnnical schools. It is fully realised, however, that undiluted instruction 
becomes very tedious and it is therefore proposed to supplement the educa- 
tional films by making arrangements to hire from film circulating libraries 
good pictures of lighter vein possessed of human interest. 

As a result of a meeting held in February 1927 between the Railway 
Board and the Publicity Agent of the P. & O. S. N. Company, and it was 
decided to enter into an agreement with the P. & O. Company for a joint 
publicity campaign this year in England with a view to encouraging tourist 
traffic to and from India. 

The following is a brief account of publicity developments on the prin- 
cipal railways : — 

Great Indian Peninsula Railway. — The Information Bureau, Victoria 
Terminus, received an increased volume of enquiries from all parts of the 
world and a greater number of itineraries were worked out than in the pre- 
vious years. 

Up to 31st March 1927 the following cinema films had been made 
departmentally and completed : — 

Length feet. 

A short winter tour of India ...... 3,873 

Sugar-cane cultivation in India ...... 3,226 

Poultry Farming in India ....... 1,020 

Cattle development in India ...... 2,480 

The Imperial Cattle Breeding Station at Karnal, Punjab . 1,100 

Irrigation in the Bombay Deccan ..... 2,500 

Pandharpur Mela ........ 1,035 

Firing of the First Charge in the Cut Off on the Bhore Ghat 154 

Wheat cultivation in India ...... 2,000 

Cotton growing in India ....... 3,000 

Washaway on the Nerbudda near Bikrampur . . 440 

First Battalion, G. T. P, Railway Regiment in Camp . . 891 

The Imperial Indian Mail ....... 704 

Poona Races Advertisement Film ..... 80 

Palwal Agricultural Fair and Ploughing Matches . 1,350 

Sport in India 1,000 

The cinema shows continued to be popular and were attended by very 
large audiences. Displays were given at 249 stations. Special cinema 
shows were given for 10 days at the Burman Fair near Kareli station 12 
miles from the railway line, at Palwal Cattle Show for 11 days, and at 
the Bombay Presidency Agricultural Show, Poona. Special displays were 
given to His Excellency the Viceroy at the Viceregal Lodge, the Legislative 
Assembly and the delegates of the Indian Railway Conference Association 
at Simla. The film ‘ Irrigation in the Bombay Deccan ’ was shown to 
members of the Council of the Bombay Government. 

North Western Railway . — Open air cinema performances were given 
at a number of stations free of charge and scenic, educational, dramatic 
and comic films were exhibited for the entertainment of the railway staff 
and the public. Slides bearing on publicity and safety first were also shown 
in between the films. The tour programme is advertised beforehand in the 
railway’s weekly gazette and the performances have drawn largo crowds. 

Two vernacular illustrated pamphlets one in Hindi and the other in 
Gurmukhi have been published to give publicity to the Kumbh Mela at 
Hardwar and the famous Sikh shrine at Dera Baba Nanak. A number 
of notices in English and vernacular regarding through service, booking of 
luggage, etc., have been issued during the year with some coloured posters 
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including one of the Sikh shrine at Dera Baba Nanak and the other of thp 
Chappar rift in Baluchistan. 

Eastern Bengal Railway. — The chief feature on this railway was the 
organisation and running of a Demonstration Train which is dealt with 
in a separate paragT‘a[)h. 

East Indiiu Railway. — A four-wheeled passenger coach, fully equip|>ed 
with i;incina apparatus and staffed by an operator t^md mechanic commenced 
touring the system on the 12th February, and gave free open-air cinema 
shows to the staff and the general public at the smaller moffusil stations on 
the system. The programme included films of human interest such as 
dramas, comedies, etc., as well as slides relative to railway propaganda. 

To assist the United Province Poultry Association, in their efforts to 
raise the standard of poultry in India, a carriage was specially fitted as a 
miniature poultry farm, and this, manned by qualified members of the 
United l^rovince Poultry Association travelled over the entire systmn. The 
staff gave lectures and demonstrations at different centres. 

Bombay, Baroda and Central India Railway. — In November 1926 a 
pamphlet was issued to the travelling }>ublic in Bombay informing them of 
the i)rogres8 effected on the electrification scheme of the Bombay local and 
suburban section. This pamphlet was the second of a series. 

The re-introduction of the half-yearly time-table which was discontinued 
during the war was brought into effect from 1st March. This publication 
contains useful information to the tourist not only concerning the timings 
of trains over the home line but also a resum6 of important connections with 
foreign Railways as well as general information regarding the places of 
interest which this Railway serves. 

Three posters were received from England during the year depicting 
Jaipur, Ajmer and an illustration of the Mail train between Bombay and 
Delhi. These posters have been distributed in England, America and in all 
the important stations in India, and it is hoped by this means to attract 
more tourist traffic to the line. 

Bengal Nagpur Railway. — A poster depicting the temples of Jagannath 
at Puri has been printed and distributed to all the larger pilgrim centres 
in India. A pamphlet was also printed in Hindi and Bengali prior to the 
Rath Jatra Festival describing the route to Puri and the temples at Puri. 

116. The Eastern Bengal Railway Demonstration Train.- A Demon- 
stration Train was run by the Eastern Bengal Railway from Calcutta on 
the 22nd February 1927 on a publicity tour of about a month, including halts 
at selected stations on the Broad (lauge. The following bodies partici- 
pated : — The Eastern Bengal Railway (Publicity Department), the Public 
Health. Industries, (’o-operative, Veterinary and Agriculture Departments 
of the Government of Bengal, the India Tea Cess Committee and five Com- 
mercial firms. The train included 7 bogie Demonstration Cars, bein^ bogie 
third class carriages specially altered inside for the display of exhibits and 
the accommodation of the visiting public, each car in charge of demonstrators. 
It also carried its own catering establishment for the service of tlie 
Demonstration staff. 

The train returned to Calcutta on the 23rd March after a run of 1,262 
miles, having visited 30 localities. It was on view at every halt from 8 
hours to 11 hours and from 13 hours to 16. 30 hours each day while in the 
evenings open air demonstrations including lectures with cinema or lantern 
slide shows were given. The tour was throughout a great success, about 
180,000 people having visited the train and attended the evening lectures. 
For a period of each halt the train was specially reserved fbr Purdah - 
nushin ladies. The charges of the train were divided by arrangeineui between 
the participants. 
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APPENDIX A. 


List showing Railways in India alphabetically arranged under each 
gauge according to system of working. 

[Note* — The railways under construction or sanctioned for construction on the .‘list March 1927, are 

shown in italics.] 


Name of Railway. 


Working or Constructing Agency. 


I.— STATE LINES WORKED BY THE 
STATE. 

5/ gauge. 

Eastern Bengal . . . • 

East Indian . . . . . 

Great Indian Peninsula 
North Western . . . . 

South Bihar* . . . . . 


Eastern Bengal Railway 
East Indian Kailwaj'. 

Great Indian Peninsula Railway. 
North Western Railway. 

East Indian Railway. 


3^ gauge. 

Aden .... 
Cawnpore-Burhwal Link . 
Eastern Bengal (3' and 


2 ' 6 ") 


Aden Railway. 

East Indian Railway, 
l^astern Bengal Railway. 


2^ 6 " gauge. 

Kalka-Simla . . 

Kanijra Valley 
Zhob Valle;^^ 
(Klianai-Hindubagh) 
Kohat-Thal 

Trans-Indus (Kalabagh-Bannu) 



2^ 0^' gauge. 

Dera Ismail Khan-Tank Decauville . Norih Western Railway. 
Jorhat (Provincial) .... Assam Government. 


II. —STATE LINES WORKED BY 
COMPANIES. 

5/ 6^^ gauge. 

Beiigal-Nagpur .... 
Bezwada Extension 

Bombay, Baroda and Central India . 

Kolar Gold-fields 
Madras and Southern Mahratta 
South Indian .... 

3' 3f" gauge. 

Alnavar-Dandeli (Provincial) 

Alon-Ye-U .... 
Assam-Bengal 
Bangalore-Harihar 

Bombay, Baroda and Central India 

Burma ..... 
Burma Extensions 
Dhone-Kumool 
Hindupur (Yesvantpur-Mysore Fron- 
tier). 

Jodhpur-Hyderabad (British Sec- 
tion), t 

Lucknow-Bareilly . . . • 

Madras and Southern Mahratta . 


Bengal Nagpur Railway Company. 

Nizamis Guaranteed State Railway Com- 
pany. 

Bombay, Baroda and Central India Railway 
Company. 

. Madras and Southern Mahratta Railway 
. J Company. 

. South Indian Railway Company. 

. Madras and Southern Mahratta Railway 
Company. 

. Burma Railways Company. 

. Assam Bengal Railway Company. 

. Madras and Southern Mahratta Railway 

Company. 

Bombay, Baroda and Central India Railway 
Company. 

Burma Railways Company. 

Madras and Southern Mahratta Railwa}^ 

Company. 

Jodhpur Durbar. 

Rohilkund and Kumaon Railway Company. 
Madras and Southern Mahratta Railway 

Company, 


^ Although a leased line, it is, for convenience, shown under the head ** State lines worked 
by the State , 

t The Indian State Section of this railway forms an integral part of the Jodhpur Railway. 
This line is worked by the administration of ijtie Jodhpur Railway. 
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Name ot Railway. Working or Constructing Agency, 

II._STATE LINES WORKED BY 
COMPANIES— 


3' gauge — concld. 

Moulmein-Y^e .... 
Nilgiri 

Palanpur-Deesa.* 

Peyu-Kayan .... 
Pyinmana-Taungdwingyi 
South Indian .... 
Southern Shan States 
Travancore (British Section) 
Travancore (Indian State Section). + 
Tirhoot . 

2^ 6^^ gauge. 

Broach -J aiubusar 

Morai)[)iir- Mosul' 

Puruiia-Ranchi 
Raipiir-Dliaiiitai i 
Sat p lira ..... 

Sainni Deliej .... 

Tirujuitl ur-Krishuagiri 


} 

} 


ILirina Railwtws Company. 

South Indian Railway Company. 

Bombay, Baroda and Central India Railway 
Company. 

Burma Railways Company. 

South Indian Railway Company. 

Burma RailwavvS Company. 

South Indian Railway Company. 

Bengal and North Western Railway Com- 
pany. 


Bombay, Baroda and Central India Railway 
Company . 

Sou Ml Indian Railway' Company. 

Bengal Nagpur Railway Company. 


Bengal Nagpur Railway Company. 

. Bombay, lUiroda and Cential India Railway 
Company. 

. South Indian Railway Company. 


2^ 0^^ gauge. 

Turn sar-Tirodi Light 


Bengal Nagpur Railway Company. 


III.— BRANCH LINE COMPANIES’ 
RAILWAY'S UNDER GUARAN- 
TEE TERMS. 


(A) WORKKI) ItY THE BrANCH LiNE CoM- 

r ANY. 

2^ 6^^ gauge. 

AVimadpur-Katwa 
Arakan Light, ^ 

Ban kura-Da moodar R i ver 
Burdwan-Katwa 
Eutwali - Islaiupui 
Kalighat-I^alta 

(B) W OHKKn liY THE MaTN LiNE. 

6^^ gauge. 

Hard wur-Dehi a 

3^ gauge. 

Chaparmukh-Silghat§ 
Katakhal-Lalabazar § 

2' 6^^ gauge. 

Dasghara-Jemalpurganj 


Ahmadpui -Katwa Railway Company. 

t t i t 

Bankura-Damodar River Railway Company. 
JRrrdwan-Katwa Railway Company. . 

F ut wah-Islampur Railway Company. 
Kaligliat-Falta Railway Com[)any. 


East Indian Railway. 

^ Assam-Bengal Railway Company. 
Bengal Provincial Railway Company. 


IV.— BRANCH LINE COMPANIES’ 

RAILWAYS UNDER REBATE 
TERMS WORKED BY THE MAIN 
LINE. 

5^ 6^^ gauge. 

Amritsar-Patti . . . . Y 

Hoshiarpur-Doab (Julluudur-Muke- > North Western Railway, 
rian). j 

• This line is owned jointly by Government and the Palanpnr Durbar. 

t Although for convenience classed among State railways, this line is the property of the 
Travancore Durbar. 

t Also receives a subsidy from the Aracan Flotilla Company, and a guarantee of one per cent, 
by the Burma Government for a period of 10 years. The line was closed for all kinds of traffic 
fi'om 1st June 1926. 

€ Also receives a subsidy from the Assam Government. 
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Name o£ Railway. 

IV.— BRANCH LINE COMPANIES’ 
RAILWAYS UNDER REBATE 
TERMS WORKED BY THE MAIN 
LINE — concld. 


Working or Constructing Agency. 


S' 6" gauge. — concld. 

Ho8hiarpur-Doab (Phagwara-Rahon). j We.stern Railway. 

Eastern Bengal Railway. 


Mandra-Bhaun 
Sara-Sirajganj 
Sialkot-Narowal 
vSouthern Punjab (Main Line) . 

Southern Punjab (Jullundur-Doab) . [ 

Southern Punjab (Ijudhiana Exten- j North Western Railway. 

sion). ' 

Southern Punjab (Sutlej Valley) 

Tapti Valley .... 


1 


I 

j 


3' 3^" gauge. 

Ahmedabad-Parantij 

2 6'^ gauge. 

('hampaner-Shivraj pur-Pani Light 


Dhond-Baramati 

l^llichpur-Yeotmal 

Oodhra-Lunavada 

J acobabad-Kash mor 
Khiilna-Bagerhat 
Tiarkana-Jacobabad 
Mayurbhanj 
Nadiad-Kapadvan j 

Pachora- J am ner 
Pulgaon-Arvi 


Bombay, Baroda and (Central India llailway 
Company. 

Bombay, Baioda and Cenhal India Railway 
Company. 

Boml)ay, Baroda and (/entud India Railway 
Company. 

^ Great Indian Peninsula Railway. 

Bombay, Baroda and (Uuitiid liulia Railway 
Company. 

North Western Railway. 

Eastern Bengal Railway. 

North Western Railway. 

Bengal Nagpur Railway Compauj". 

Bombay, Baroda and Central India Railway 
Company. 

^ Great Indian Peninsula Railway. 


2^ 0" gauge. 

Darjeeling-Hi inalayan Extensions 
Matheran Iiiglit 


Darjeeling-Himalayan Railway Company. 
Great Indian Peninsula Railway. 


V.— BRANCH I.INE COMPANIES^ 
RAILWAYS IINDJIR GUARAN- 
TEE AND REBATE TERMS. 


3' 3^ " gauge. 

Jamnagar and Dwarka 
Mymensingh-Bhairab Bazar 


Jamnagar and Dwarka Railway ('oinpauy. 
Assam-Bengal Railway ('ompany. 


VI.— COMPANIES^ LINES SUBSI- 
DIZED BY THE GOVERNMENT 
OF INDIA. 


3 3 ;; ' gauge. 

Bengal and North-WesteriC 

Bengal-Dooars Extensions^ 
Mirpur Khas Jhudo* 
Mirpur Khas Kbadro* 
Rohilkund and Kumaon . 


Bengal and Nortk-A\’t‘>tei r. Railway Com- 
pany. 

Bengal-Dooars Railway (Company. 

\ Jodhpur Durbar. 


J 


Rohilkund and Kunmon Railway Company. 


2' 6" gauge. 

Barsi Light* Barsi Light Railway Company. 

Dehri-Rohtas Light .... Dehri-Rohtas Light Railway Company. 
Shahdara (Delhi) Saharanpur Shahdara (Delhi) Sahamnpur Light Railway 
Light.* Company. 


Receive® land only from Government, 
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Name of Railway. Working or Constructing Agency. 

VII.— COMPANIES’ LINES SUBSI- 
DIZED BY LOCAL GOVERN- 
MENTS. 

3^ 3^ gaii{(a. 

Dibru-Sadiya ..... Assam Railways and Trading Company. 

2' 0" gauge. 

Darjeeling-Himalayan . . . Darjeeling-Hinialayan Railway Company. 

VIII.— UNASSISTED COMPANIES’ 

LINES. 

3' 3|" gauge. 

Ledo and Tikak-Margherita Colliery. Assam Railways and Trading Company. 

2^ gauge. 

Bengal Provincial .... Bengal Provincial Railway Company. 
Sinyri-Panchnoi River . . . Singri Panchnoi River Tramway Company, 

2^ 0^^ gauge. 

Jagadhri Light ..... Jagadhri Light Railway Company. 
Kulasekarapatnam Light . . East India Distilleries and Sugar Factories 

Limited of Madras. 

Tirupati-Tirnchanur Light . . Tirupati-Tiruchanur Light Railway Com- 

pany. 

Trivellore Light . . . . T. N. Chetty & Sons, Madras. 

IX.— DISTRICT BOARD LINES. 

5^ 6^^ gauge. 

Surairiangalam-Salem . . . South Indian Railway Company. 

Tenali-Repalle .... Madras and Southern Mahratta Railway 

Company. 

3' ZY gauge. 

Bezwada-Masulipatam . . . Madras and Southern Mahratta Railway 

Company. 

Podanur-Pollachi . . . .T 

Tanjore District Board . . . > South Indian Railway Company, 

Tinnevelly-Tiruchendur . . . ) 

X. — COMPANIES’ LINES SUBSI- 

DIZED BY DISTRICT BOARD. 

3' 3|" gauge. 

Bengal Dooars ..... Bengal Dooars Railway Company. 

2^ 6^^ gauge. 

Arrah-Sasaram Light . . . Arrah-Sasaram Tiight Railway Company. 

Baraset-Basirhat Light . . . Baraset-Basirhat Light Railway Company. 

Bukhtiarpur-Bihar Light . . . Bukhtiarpur Bihar laght Railway Com- 

pany. 

Jessore-Jhenidah .... Jessore-Jhenidah Railway Company. 
Tezpore-Balipara Light . . . Tezpore-Balipara Light Railway Company. 

V 0 ' gauge. 

Howrah-Amta Light . . . Howrah-Amta Light Railway Company. 

Howrah-Sheakhala Light . . Howrah-Sheakhala Light Railway Company. 

XI. — INDIAN STATE LINES WORK- 

ED BY INDIAN STATES. 

3^ 3^^^ gauge. 

Bhavnagar State .... Bhavnagar Durbar. 

Bikaner State ..... Bikaner Burbar. 

Qondal ...... Gondal Durbar. 

Jetalsar-Rajkot .... Gondal Railway. 

Jodhpur Jodhpur Durbar. 
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Name of Railway. Working or Constructing Agency. 

XI.— INDIAN STATE LINES WORK- 
ED BY INDIAN STATES.— 
concld. 


3' 3|" gauge — concld. 

Junagad State 
Khijadiya-Dhari 

Morvi .... 

Mysore .... 

Porbandar State 
TTdaipur-Chitorgarh . 


Junagad Durbar. 
Gondal Railway. 
Morvi Durbar. 
Mysore Durbar. 
Porbandar Durbar. 
Mewar Durbar. 

V 6^' gauge. 

Bodeli-Chhota Udaipur 
Cutch State 

Dholpur-Bari 

Gaekwar’s Baroda State . 
Kolar District 

Mohari-Baraul i* * * § 


Baroda Durbar. 
Cutch Durbar. 
Dholpur Durbar. 
Baroaa Durbar. 
Mysore Durbar. 
Dholpur Durbar. 

2^ 0'^ gauge. 

Gwalior Light .... 

Pipar-Bilara Light 

Tarikere-N arasimharaj apura Light . 

Gwalior Durbar. 
Jodhpur Durhar. 
Mysore Durbar. 


XII.— INDIAN STATE LINES WORK- 
ED BY THE MAIN LINE, 


6^ 6^' gauge. 


Bahawalnagar-^holistan (Indian 
State Section). 

Bhopal Itarsi (Indian State Section), 
Bhopal-Uj jain . . . . C 

Bina-Goona-Baran . , . . j 

Jammu and Kashmir (Indian State ^ 

Section), t } 

Jind-Panipat (Indian State Sec- 
tion). t 

Karepalli-Kothagudiam 
Kazipet-Balharshah 
Khanpur-Chachran 
Ludhiana-Dhuri-Jakhal 
Naffda-Ujjain 
Petlad-Cambay (Anand-Tarapur Sec- ^ 

tion). / 

Petlad-Cambay (Tarapur-Cambay C 
Section). J 

Rajpura-Bhatinda . . . . 

Sirhhid-Rupar (Indian State Sec- j 
tion). 


3 

} 

} 


North Western Railway. 


Great Indian Peninsula Railway. 


North Western Railway. 


Nizam’s Guaranteed State Railway Com- 
pany. 

North Western Railway. 

Great Indian Peninsula Railway. 

Bombay, Baroda and Central India Rail- 
way Company. 


Nortii Western Railway. 


3^" 3f gauge. 

Cooch Behar State 
Dhrangadra 
Gaekwar’s Mehsana 
Hingoli Branch 
Jaipur State 

Kolhapur State 

Okhamandal 
Palanpur-Deesa. § 

Raj kot- J amnagar 


kiaatcrn Bengal Railway. 

. Bombay, Baroda and Central India Rail- 
• J way Company. 

. Nizam’s Guranteed State Railway (Jompany. 
. Bombay, Baroda and Central India Rail- 
way Company, 

Madras and Southern Mahratta Railway 
Company. 

, Jamnagar and Dwarka Railway Company. 
Bombay, Baroda and Central India Rail- 
way Company. 

Jamnagar and Dwarka Railway Company. 


* Although, for convenience, classed among Indian State Lines worked by Indian States, this 
lino is the property of Governmont. 

t The British section of this railway forms an integral part of the North Western Railway, 

t The section of this railway in British territory forms an integral part of the North Western 
Railway. 

§ This line is owned jointly by Government and the Palanpur Durbar. 

H 2 
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Name of Railway. Working or Constructing Agenoy. 

XII.— INDIAN STATE LINES WORK- 
ED BY THE MAIN LINE— conoid. 


3^ gauge — concld. 

Sangli State 

Secunderabad-Gadwal 

Shoranur-Cochin 


Madras and Southern Mahratta Railway 

State Railway Company. 
South Indian Railway Company. 


Company. 
Nizam’s Guranteed 


2 ' 6 ^' gauge. 

Jhagadia-Thawe Road 


Parlakimedi Light 
Rajpipla State 


Bombay, Baroda and Central India Railway 
Company. 

Bengal Nagpur Railway Company. 

Bombay, Baroda and Central India Railway 
Company. 


XIII.— COMPANIKS’ LINES GUA- 
RANTEED BY INDIAN STATES. 


5^ 6^ gauge. 

Nizam’s Guaranteed State 

3^ 3^^^ gauge. 

Hyderabad-Godavari Valley 

2^ 6^^ gauge. 

Bangalore-Chik Ballapur Light 


Nizam’s Guaranteed State Railway Com- 
pany . 

Nizam’s Guaranteed State Railway Com- 
pany. 

Mysore Durbar. 


XIV.— LINKS IN FOREIGN TERRI- 
TORY WORKED BY BRITISH 
INDIAN RAILWAY COMPA- 
NIES. 


3^ 3|^^ gauge. 

Peralam-Karaikkal 

Pondicherry 

West of India Portuguese 



South Indian Railway Company. 

Madras and Southern Mahratta Railway 
Company. 


NOTES ON THE RELATION OF THE GOVERNAFENT TO RAILWAYS. 
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APPENDIX B. 

Notes on the relation of the Government to Railways in India. 


{^Reprinted from the lieport for 1914-16 and hronyht upto (late.) 

Diversity of Relations between the State and Railways. — One of the 

special features of the Indian Railway system is the diversity of conditions that prevails 
in the relation of the State to the various lines in respect of ownership and control. Of 
the important lines situated in British India or in which the Government of India is 
interested, four (the Norths Western,^ Eastern Bengal, East Indian (with which has 
been amalgamated the Oudh and Rohilkhand Railway from the 1st July 1925) and 
Great Indian Peninsula Railways) are owned and worked by the State; six (the 
Bombay, Baroda and Central India, Madras and Southern Mahratta, Assani-Bengal, 
Ben^al-Nagpur, South Indian and Burma) are owned by the Stote but worked on its 
beh^f by companies enjoying a guarantee of interest from the Government; three 
important lines (the Bengal and Nort li- Western , Rohilkund and Ivumaon and Southern 
Punjab) and many of less importance arc the property of piivate companies, some being 
worked by the owning companies and some by the State or by ihe companies that work 
State-owned systems; several minor lines are the property of District Boaids or enjoy a 
guarantee of interest granted by such Boards. 

The diversity of conditions is in certain respects less important than miglit at first 
appear for the following reasons : — 

The Government of India exercises under the Indian Railways Act, 1890, in les- 
pect of all railways in British India (and also, by virtue of arrangements 
with Indian States, in respect of (^ertain railways passing through such 
States), certain general powers. Thus a raiUvay may not be opened until 
a Government Inspector has certified that it has been constructed so as to 
(-‘omply with requirements laid down by the Government and can be used 
for the public carriage of passengers without danger to them. The Gov- 
ernment of India can also, in the interest of the safety of passengers, 
require a railway to be closed, or the use of particular lolling-stock to be 
discontinued, or may prescribe conditions for the use of the railway or the 
rolling-stock. They can appoint a Railway Commission to investigate 
complaints on certain matters such as the withholding of reasonable traffic 
facilities or the grant of undue preference. 

In addition, the Government of India (or in some cases Local Governments) 
exercise under the provisions of contracts detailed control over ihe manage- 
ment of all Railways in British India greatly exceeding that which is 
secured by the Indian Railways Act. They also have a certain financial 
interest in all companies in British India, and a jirepondeiating interest 
in most of the Railways which are of the first importance. 

History of Relations of the Government and Companies. The main 

causes wdiich have led to the present diversity of conditions in regard to the agem y by 
whi(*h railw^ays are managed, and the relations of tlie Government with the various 
classes of companies no^v in existence, are summarised in the follow ing paiagraphs: — 

The first proposals foi* the construction of railways in India were submitted in 1844 
to the East India Company in Itngland by Mr. R. M. Stephenson, afterwards Chief 
Engineer of the East Indian Railway, and others; they ineluded the eonstriict ion of 
lines by railw^ay companies to be incorporated for the purpose and tlie guarantee by the 
East India Company of a specified return. A contract for the construction by the East 
Indian Railw^ay Company of an experimental line of 100 miles from Cah utta towards 
Mirzapore or Rajmehal at an estimated cost of 1,000,000/. was made in 1849, and a 
return of 5 per cent, was guaranteed by the East India Company on the Capital; and 
a similar contract was made in the same year with the Great Indian Reninsula Railway 
Company for a line from Bombay to Kalyan at an estimated (‘ost of 500,000/. But the 
policy of entrusting generally the construction of Indian railways to guaranteed com- 
panies was not adopted until 1854 on the recommendation of Lord Dalhousie, who, in 
a minute, dated 20th April 1853, explained his reasons for preferring the agency of 
companies, under the supervision and control of the Government, to the construction 
of lines on behalf of the Government by its own officers. He held that the State 
Engineer oflScers would make railw^ays as well, and possibly as cheaply, and as expedi- 
tiously as companies; but that the withdrawal from other duties of the large number 

^Includes the Delhi TJmballa Kalka Railway which was purchased by the Secretary of State 
on 31 st March 1926. 
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of officers lequired would be detrimental to the public interest, that the conduct of com* 
mercial undertakings did not fall within the proper functions of any Government and 
least of all within the functions of the Government of India, since the dependence of the 
population on the Government was, in India, one of the greatest drawbacks to the advance 
of the country, and that the country would therefore benefit by the introduction of 
English energy and English capital for railway purposes, with the possibility that such 
energy and capital would in due course be encouraged to assist in the development of 
India in other directions. 

Old Gfuaranteed Railways. — The policy supported by Lord Dalhousie was 
adopted, and between 1854 and 18G() contracts for the construction of Railways in India 
were made by the East India Company, or (after 1858) by the Secretary of State for India 
with the East Indian, Great Indian Peninsula, Madras, Bombay, Baruda and Central 
India, Scinde (afterwards, the Scinde, Punjab and Delhi), Eastern Bengal, Great 
Southern of India (afterwards, when amalgamated with the Carnatic Railway Company 
— see below — the South Indian) and Calcutta and South-Eastern Railway Companies. 
Under these contracts the railw^ay companies undertook to construct and manage specified 
lines, while the East India Company (or the Secretary of State for India) agreed to 
provide land and guaranteed interest on the capital, the rate fixed being in various 
cases 5, and 4^ per cent, according to the market rates prevailing when the various 
contiaots were made. Half of any surplus profits earned was to be used towards 
j(*j)aying to the Government any sums by wliich it had been called upon to supple- 
ment the net earnings of any previous period in order to make good the guarantee 
of interest; and the remainder was to belong to the shareholders. In practically all 
matters of importance except the choice of staff, the companies were placed by the 
contracts under the supeiwision and control of the Government which had power to 
decide on the standard and details of construction; the rolling-stock to he provided, 
the number, time and speed of trains; the rates and fares to be charged; the expenditure 
to be incurred; the standard of maintenance; and the form of accounts. The rail- 
ways were to be held by the companies on leases terminating at the end of 99 years, 
and on such termination the fair value of their rolling-stock, plant and machinery 
was to be paid to them. But provision was also made to enable the Government 
to pur(‘hase the lines after 25 or 50 yearvS on terms calculated to be the equivalent of the 
companies’ interests therein and also to enable the companies to surrender their lines 
to the Government and to receive in return their capital at par. 

Early Attempts to Secure Funds for Railway Construction without 
a Q-uarantee. — An attempt to secure the construction of railways in India, on terms 
more favoTirahle to the Government than those of the contracts with the original 
guaranteed companies, was first made in 1802, when a subsidy, but not a guarantee, was 
granted to the Indian Branch Railway Company which proposed to make feeders to 
the trunk lines in Northern India, and did actually make one such line. Similar 
assistance \ 7 a 8 granted later to the Indian Tramway Company, which made a short 
line in Madras. In 1864, the terms granted to the two companies mentioned were 
taken as a standard for general adoption with a view to the encouragement of similar 
companies. The chief provisions were that the Government, besides giving the necessary 
land free of costs, would grant an annual subsidy for 20 years at a rate not exceeding 
£100 per mile of line, with an addition in respect of large bridges costing more than 
£10,000. These terms failed to attract capital, and the two unguaranteed companies 
which had begun work found themselves after a few years unable to proceed without 
further assistance frem the Government. Consequently, in 1867, a contract was entered 
into with the Indian Branch Railway Company (wliich soon after changed its name 
to the Oudh and Rohilkhand Railway Company ”) hy which the company was 
guaranteed interest at 5 per cent, per annum on the cost of certain lines to be carried 
out hy it, on conditions similar to those laid down in the contracts of the period 
1854 — 1860. Similarly, the Indian Tramway Company, after having been given in 
1868 a guarantee of t3 per cent, per annum, went into liquidation in 1870, and became 
absorbed in a new company called tlie Carnatic Railway Company (afterwards amal- 
gamated with the Great Southern of India Railway Company to form the South Indian 
Railway Company), with which the Secretary of State entered into a contract guarantee- 
ing interest on its capital at 6 per cent, per annum. In 1869, Sir John Lawrence summed 
up the result of the experiment of the construction of railways hy unguaranteed com- 
panies as follows: — The Government of India lias for several years been striving 
to induce capitalists to undertake the construction of railways in India at their owm 
risk, and on their responsibility with a minimum of Government interference. But 
the attempt has entirely failed, and it has become obvious that no capital can be 
obtained for such undertakings otherwise than under a guarantee of interest fully 
equal to tha ^ which the Government would have to pay if it borrowed directly on ite 
own account.” 

The attempt to encourage unguaranteed companies having thus been unsuccessful, 
it became necessary to decide whether the old practice of relying on guaranteed com- 
panies, of the type that had provided capital for, and had constructed, the first raflwaye 
in India, should be continued. The Government of India expressed their objections to 
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this course. They doubted whether their power of control over such companies secured 
the greatest possible economy in construction. They also dislike the arrangements 
under which they guaranteed the interest on the capital of companies, and thus became 
responsible for loss on working while having only a comparatively remote prospect of 
profiting by the result of successful working. Two important changes were consequently 
made in the practice that had been followed since the oeginning of railway construction 
in India: — 

1. Arrangements were made with some of the most important of the guaranteed 
companies that, in lieu of the provision that halt of any surplus profits w'as 
to be applied in repayment of sums advanced by the (fovernment under the 

g uarantee of interest, half of the surplus profits for eacli half-year should 
e the property of the Government. In consideration of this modification, 
the Government relinquished, in the case of three companies, the Great 
Indian Peninsula, the Bombay, Baroda and Central India and the Madras, 
its right to purchase the lines at the end of the first 25 years from the dates 
of the respective contracts. 

2. It was decided by the Secretary of State that the time had arrived when in 
both raising and expending such additional capital as might be required 
for new lines in India, the Government should secure to itself the full 
benefit of its own credit and of the cheaper methods which it was expected 
that it would be able to use. Accordingly, for several years after 1869, 
the capital expenditure on railways was chiefly incurred direct by the 
State and no fresh contracts with guaranteed companies were made except 
for small extensions. Among the lines construciod oi- hegun by State 
agency and from State capital between 1869 and 1880 were the Indus 
Valley, Punjab Northern, Rajputana-Malwa, Northern Bengal, Kangoon 
and Irrawady Valley and Tirhoot, 

Progress in tlie Construction of Railways. — By the end of 1879, in about 
26 years from the introduction of railways in India, 6,128 miles of railway had been 
constructed by companies which had expended, approximately, £97,872,000 (these figures 
include the Calcutta and South-Eastern and Naihati Railways which were constructed 
by companies but were purchased by the Government in 1868 and 1872, respectively). 
By the same date 2,175 miles of railway had been constructed by the Government at 
a cost of £23,095,226. 

Introduction of Modified Q-uarantee Terms. — In 1880, the nec essity for 
great and rapid extension of the railway system was urged by the Famine Commissionet s, 
appointed after the great famine of 1878, who estimated that at least, 5,000 miles 
were still necessarv for the protection of the country from fuTuinc. It was held by 
the Government of the time that a limit was necessary on the capital borrowed annually; 
and it was clear that the limit fixed was not high enough to allow of such progress 
in railway construction as was desirable. With reference to this ditliculty the Famine 
Commissioners remarked : ‘‘ that there would be manifest advantages in giving free 
scope to the extension of railways by private enterprise if it w^ere possible; and, though 
the original form of guarantee has been condemned, it may not be impossible to find some 
substitute which shall bo free from its defects, and may secure the investment of capital 
in these undertakings without involving the Government in financial or other liabilities 
of an objectionable nature.’’ 

Action in the direction suggested by the Commission was taken by the formation ol 
three companies without a guarantee (the Bengal Central in 1881 and the Bengal and 
North-Western and Rohilkund and Kumaon in 1882), and three new guaranteed com- 
panies (Southern Mahratta in 1882, the Indian Midland in 1885, and ihe Bengal-Nagiiur 
in 1887). The Bengal and North-Western and the Rohilkund and Kumaon Railway 
Companies are referred to more fully, in a later paragraph. The Bengal Central Rail- 
way Company’s operations w^ere not successful at the outset, and a revised contract was 
entered into with the company, with effect from the 1st July 1885, under which the 
Secretary of State guaranteed interest at per cent, on the company’s capital, the 
balance of net earnings remaining after payment of interest on advam es by the Secre- 
tary of State and debenture capital (but not the share capital) being divided between 
the Secretary of State and the company in the proportions of three-quarters to the former 
and one-quarter to the latter. The new contract gave the Secretary of State the right 
to take possession of the line on the 30tli June 1905, or subsequently at intervals of 10 
years, on repaying the company’s capital at par. The rate of interest guaranteed to the 
Southern Mahratta Railway Company was also 3^ per cent. ; in this case the balance of 
net earnings remaining after payment of interest on advances by the Secretary of State 
(but not on share or debenture capital) was divisible in the same way as in the case of 
the Bengal Central Railway Company. The guarantee to the Indian Midland and 
Bengal-Nagpur Railway Companies was 4 per cent. ; and the Secretary of State was 
entitled to tWee-quarters of the surplus profits in excess of all interest charges. The 
lines constructed by the three companies last mentioned were declared to he the properly 
of the Secretary of State, who had the right to determine the contracts at the end of 
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approximately 26 years alter their respective dates^ or at subsequent intervals ol 10 years, 
on repaying at par the capital provided by the companies. 

The Assam-liengal Itailway Company was formed on similar lines in 1892, except 
that any surplus profits were to be divided between the Secretary ol State and the com- 
pany in proportion to the capital provided by each. The rate of guarantee in this case 
was 3|- per cent, for the first six years and thereafter 3 per cent. The Burma Railways 
Company was formed in 1897 to manage and develop the line in that Province that had 
been constructed by the State. Interest at 2^ per cent, was guaranteed on the share 
capital raised by the company, and the surplus profits were originally divisible in the 
proportion ol four-fifths to the Secretary of State and one-fifth to the company, but since 
1908 the division has been proportional to the capital invested by each in the under- 
taking. The contract with the Burma Railways Company is terminable by the Secre- 
tary of State in 1928, or on subsequent occasions, on repayment of the company's capital 
at par. 

The terms of guarantee given to the companies formed since 1880 have thus been 
much more favourable to the ttovernment than in the case of those formed before 18()9. 

Termination of Contracts of the Old Guaranteed Companies. — In 

dealing with the guaranteed companies formed before 18G9 and with those formed in 1881 
and subsequently, it has been the practice (except in the cases mentioned above, when the 
purchase of some of the old guaranteed lines was postponed in order to secure to the 
Government a share in surplus profits) to use in some way or other at the earliest possible 
date the right reserved by the Government of ferminaiing tlie contracts of the various 
companies. The jnethod of making use of this riglit luis diheied in diilerent cases. The 
Kastern Bengal, Oudh and Rohilkhand and Scinde-Punjab and Delhi lines were pur- 
chased and transferred to State inanagcment, tlie last named now forming part of the 
North Western Railway. Similarly, the Bengal Central line was purchased and made 
part of the Eastern Bengal Railway. The Madras and tlo^ Indian Midland lines were 
acquired but left, after ac([uisition, under the management of companies working other 
lines with which it was advantageous to amalgamate them. In the cases of South Indian, 
Bombay, Baroda and Central India, Southern Mahratta, and Bengal-Nagpur, the course 
adopted has been to arrange for the continuance of management by the original com- 
pany (or by a new company closely related to the old one), but to secure more favourable 
financial conditions for the State by one or more of the following methods; — reduction 
of the amount of capital retained by the (‘ompanies in (be undertakings, reduction of the 
rate of interest guaranteed by the State on such capital and modification in favour 
of the Government of the clauses relating to the division of surplus profits. This method 
was adopted also in regard to the East Indian and the Great Indian Peninsula Railways, 
but the contracts under which they were being worked having terminated on the 81st 
December 1924 and the 30th June 1925 respectively, the management of these lines 
has been taken over by State from those dates. 

Arrangements between the Government and Companies at present. 

- -The relations between the Government and the guaranteed companies now working 
railways may be summarised as follows: — 

The lines that they work are the property of the State. 

The gicater part of the capital is the property of the Government, either thiough 
having been originally supplied by it or through the acquisition by the 
Government of the greater part of the companies' interests on the termin- 
ation of old contracts. 

When funds required for further capital expenditure, the Government has the 
option either of providing them or of calling on the company to provide 
them. The company receives guaranteed interest at a fixed rate on its 
f apital ; and similar payments out of the earnings are made to the Govern- 
ment. If, after these have been made, surplus profits remain, they are 
divided between the Government and the company in the various propor- 
tions provided for by the contracts. The company's share is in all cases 
only a small fraction of the Government's share. 

All the contracts, except one, which is for a fixed term of 26 years, are terminable 
at the option of the Secretary of State, at specified dates ; and on termina- 
tion the company's capital is repayable at par. 

The administrative control exercised by the Government over the companies is as 
follows : — 

The company is bound to keep the line in good repair, in good working condition, 
and fully supplied with rolling-stock, plant, and machinery; to keep the 
rolling-stock in good repair and in good working condition ; and to main- 
tain a sufficient staff for the purposes of the line; — all to the satisfaction 
of the Secretary of State. 

The Secretary of State may require the company to carry out any alteration or 
improvement in the line, or in the working that he may think necessary 
for the safety of the public or for the effectual working of the line. 
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TEe Secretary of State may rec^uire the company to enter into agreements, on 
reasonable terms and conditions, with the administrations of adjoining rail- 
ways for the exercise of running powers, for the supply to one another of 
surplus rolling-stock, for the interchange of traffic and rolling-stock and 
the settlement of through rates, and for additions and alterations to, or the 
redistribution of, existing accommodation in junctions or other stations in 
view to their convenient mutual use. 

The train service is to be such as the Secretary of State may requiie. In order to 
secure a general control over the rates (juoted by companies, the Secretary 
of State has retained power to settle the classification of goods and to 
authorise maximum and minimum rates within whicli the companies shall 
be entitled to charge the public for the conveyance of passengers and goods 
of each class. 

The company has to keep such accounts as the Secretary of State may require, and 
these are subject to audit by the Secretary of State. 

Jn all other matters relating to the line the company is made subject to the super* 
vision and control of the Secretaiy of State, wlio may appoint such persons 
as he may think proper for the purpose of inspecting tlie line, auditing 
the accounts, or otherwise exercising the power of supervision and contrm 
reserved to him. In particular, the Secretary of State has tlie right to 
appoint a Government Director to the Hoard of the company, with a power 
of veto on all proceedings of the Hoard. All the moneys received by the 
company in respect of the undertaking, whether on capital or revenue 
account, have to be paid over to the Secretary of State. 

All expenditure by the company has to be stated and submitted (or the sanction 
of the Secretaiy of State. 

Thus, the Government has the preponderating financial interest in the lines worked 
by the two classes of guaranteed companies, those formed befoie IHlitJ and retained as 
working agencies with reduced capital after purchase, and those formed on terms more 
favourable to the State after 1880; it has exceedingly wide control over the methods of 
working; and it has the right of taking posse, ssion of the lines at specified times on re- 
payment at par of the capital of the companies. 

Other Lines worked by Companies.— In addition to the lines referred to 
above, and apart from lines constructed by Hrancb lino conqianies, Disti ict Hoards and 
Indian States, two lines of some importance have been constructed by companies which 
receive no direct assistam^e by the Government, namely, the Hengal and North-Western 
Railway and the Robilkund and Kumaon Raihvay. (The Rohilkund and Kumaon Rail- 
way Company was guaranteed interest at 4 per cent, during construction and received for 
10 years thereafter a subsidy of Rs. 20,000 per annum. Thi.s cea,sed in 1894.) While, 
however, these companies have no guarantee or other direct payment from the Govern- 
ment, they derive some advantage (partly througli direct participation in profits and 

f >artly through reduction of expenses) from the fact that the working of certain State 
ines has been entrusted to them, the Tirhoot Railway to the former company and the 
Lucknow-Bareilly Railway to the latter. Their lines can be purchased by the State 
in 1932 on terms which are different in respect of the different sections of the lines, 
but are, on the whole, much more favourable to the companies than those provided for 
in the contracts with the guaranteed companies. Failing purchase in 1932, the lines 
will become the property of the State in 1981 on terms much less favourable to the 
companies. The general administrative control exercised by the State over these com- 
panies and the control over expenditure are similar to that which is c.ercised, as 
explained above, over guaranteed companies. 
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APPENDIX C. 

Tlie Organisation for Government control. 

The initial policy of the Government of India for the construction and workings 
of railways was the establishment of guaranteed railway companies of English domi- 
cile. Control over the operations of these companies was at first secured through the 
appointment of a Consulting Engineer of Guaranteed Railways. Some years later 
local Consulting Engineers were appointed for the exercise of control over guaranteed 
lailways and over State-owned railways in the construction of which the State had been 
financially interested and which had been leased to companies for working. These 
officers combined the duties of supervision and control on behalf of the Government of 
India and of an Inspector under the Government of India Railway Act. The Govern- 
ment of India were not directly concerned with the ownership of railways until 1863^ 
when the Calcutta and South Eastern Railway was surrendered to the Indian Govern- 
ment under the terms of the contract between the Secretary of State and the Company. 

Owing to the Government of India having in 18G9 definitely adopted the policy 
of direct construction and ownership of railways, a period of rapid development of rail- 
way construction ensued and it became necessary to relieve the Public Works Depart- 
ment Secretariat of the Government of India in some measure of the detailed control 
of railways. Accordingly in 1874 a State Railway Directorate was established and the 
greater portion of the State Railway establishment and business connected with State 
Railway Administration was transferred io the contiv)! of the Director of State Rail- 
ways, ah officer wdio functioned on much the saints lines as tlie head of a department 
under the Government of India. The Consulting Engineer to the Government of 
India for State Railwaj^s w^as at the same lime associated witli liim hut all important 
matters had still to be referred io the Public Works Department. A special Deputy 
Secretary in the RaiKvay Branch of the Secretariat of the Public Works Department 
was also appointed to conduct the correspondence between the Government of India and 
these officers. 

Early in 1877 a further change was made in the oiganisation responsible for the- 
administration and control of State Railways and in the place of one Director of 
State Railways three Directors of territorial systems and one Director of State Rail- 
ways Stores were appointed. These territorial divisions comprised the following 
systems : — 

Central ......... 1,179 miles. 

Western, and . . . - . . - . 927 miles. 

North Eastern ........ 830 miles. 

This division of the administration on a territorial bavsis proved unsatisfactory 
in practice as it resulted in the issue of conflicting orders as far as the management of 
open lines was concerned although no difficulty was experienced in the supervision 
of new construction. 

As the number of lines under construction had decreased and in order to remedy 

the defect just mentioned, it was decided in 1880 to abolish the Directors of the. 

Central and Western Systems and to transfer the work allotted to them to the Con- 
sulting Engineers of the neighbouring guaranteed railw^ays. The abolition of these, 
two appointments resulted in an increase in the administrative wmrk of the Secretariat 
and it was found necessary to raise the status of the Deputy Secretary to whom the 

powers previously exercised by the Directors had been entrusted, to that of Director 

General of Railways. 

In the revised organisation the Consulting Engineer to the Government of India 
for State Railways was associated with the Director General of Railw^ays and assisted 
the latter primarily in an advisory capacitj^ in matters of civil engineering while the 
Director of Stores similarly acted in matters concerning stores and rolling stock and 
at the same time was an adviser in matters affecting establishment. The Director 
of Traffic was appointed at the same time as an adviser bn traffic problems and the 
accounts work of the department was placed under the Accountant General, Public 
Works Department. 

Government control and supervision of the Guaranteed Railways continued to be 
exercised by the Local Consulting Engineers to Government. There were five such 
officers at the time with headquarters at Bombay, Madras, Calcutta, Lahore and 
Lucknow. The Consulting Engineers at Madras and Bombay worked directly under 
the Government of these Presidencies, while those at Calcutta, Lahore and Lucknow 
were under the immediate orders of the Government «>f India. Under this arrange^ 
ment practically all powers affecting the finances and day to day management of the 




OFFICEliS OF THE RAILWAY DEPARTMENT (RAILWAY BOARD). 


106 


railways were vested either in the Consulting Engineers or in the Government, both 
for the guaranteed railway companies and later on for State Railways which had been 
leased for working to railway companies. 

The following is a list of the administrative appointments that existed in 1881: — 

1. Member of the Governor GeneraLs Council, Public Works Department. 

Secretary, Public Works Department. 

3. Deputy Secretary, Railway Branch. 

4. Dnder Secretary, Railway Branch. 

5. Consulting Engineer of State Railways. 

6. Director General of Railways. 

7. Director of Construction. 

8. Accountant General, Public Works Department. 

9. Director of State Railways, Stores. 

10. Three Assistants to the Director General of Railways. 

11. Consulting Engineers for Guaranteed Railways at Calcutta, Lahore and 

Lucknow. 

12. Deputy Consulting Engineers for Guaranteed lines, Calcutta, Lahore and 

Lucknow. 

M adras a nd lio m h ay . 

13. Joint Secretary, Railway Branch and Consulting Engineer for Railways. 

14. Deputy Secretary, Public Works Department. 

15. Secretary, Public Works Department. 

By this time also Local Governments and Administrations had been induced to 
-take a practical interest in the manageineiit of railways and in a few eases short exten- 
sions had been constructed from funds the interest of which Local Governments had 
accepted responsibility to pay. Such lines w^ere controlled by the Local Governments 
concerned under the general supervision of the Government of India. 

After 1881 further alterations of a more or less detailed character were made in 
the administrative organisation and by 1890 the following changes had taken place. 
Instead of a Deputy Secretary and Under Secretary, Railway Bianch, there were then 
only an Under Secretary and an Assistant Secretary, Railw^ays in the General Brandi. 
The posts of Director of State Railways, Stores, and Director of (.U>nst ruction had dis- 
a[ipeared and in their place theie was an Under Secretary, wlu) was an e.r-offlcio Deputy 
Director General of Railways. The post of Accountant General, Railways, had also 
been abolishial and t he Accountant Geueial, Public* A\^oiks L)e j>a rt nuMit , was ()n(a‘ more 
•made responsiVile tor this work. 

Eurther changes werc^ made in 189T. In that year the ])ost of Director Geneial 
of Railways was abolished and tlie post ot a Secretary to the Government of India 
in the Public Works Department was (‘reated in its ])la(*e. Tlie oihei’ administrative 
and secretariat appointments at the liead(|narters of tlu* Government of India at tlie 
time were: — 

(1) Director of Raihvay Construction and Deputy Secretary and e.v-officio 

Director of Stores. 

(2) Director of Railway Tiattic, and l)ei>uty Secretary and iw-ofjirio Director ot 

R a i 1 w’ a y S t a t i s t i c s , 

(3) Two Under-Secretaries. 

(4) Two Assistant Secretaries. 

(5) One Mechanical Assistant. 

The post of Consulting Engineer for State Raihvays was also abolished and his 
duties transferred to the two Directors. The supervision of the accounts work of the 
Department, ^owever, still remained under the Accountant General, Public Works 
Department, who was also an ex-officio Deputy Secretary to the Government of India. 

In October 1901, Sir Thomas Robertson, C.V.O., was appointed by His Majesty's 
Secretary of State for India in Council as Special Commissioner for Indian Railways to 
-enquire into and report on the administration and w^oiking of Indian Railways. In 
his report, which became available in 1903, Sir Thomas recommended that the adminis- 
tration of the railways in India should bo entrusted to small Board consisting of 
n President or Chief Commissioner who should have a thorough practical knowledge 
t>f railway working, and should be a member of the Viceroy’s Council for railway 
matters, and two other Commissioners who should be men of high railway standing 

I 2 
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and should have a similar training to that of the President. He recommended that ther 
Board should, in addition to the necessary ofKce establishment, be provided with — 

(1) A Secretary who should have received a suitable training in the practical 

working of railways, and who should be ex'-officio a Secretary to the Gov- 
ernment of India. 

(2) A Chief Inspector of Railways, to advise on all technical, engineering and 

mechanical questions. 

(3) A suitable number of (iovernme)it Inspectors. 

Sir Thomas Robertson’s recommendations were carefully considered by the Governor 
General in Council and the Secretaiy of State, and early in 1906 it was decided 
that the Railway Brandi of the Public Works Department of the Government of India 
should be abolished and that the control of the railway systems in India should be 
transferred to a Railway Board consisting of three persons, a Chairman and two 
Members. The Chairman of the Board was vested with the geneial control of all 
questions committed to the RaiKviiy Board with power to act on his own responsibility 
subject to confirmation by the Board. The Railway Board w^ere authorised to delegate 
to the (Jhairman oi‘ a Member tln^ powei* of settling (jiiestions which might aiuse on 
an^’ tour f)f inspection, such decision to lie recorded subsequently as an act of the 
Railw'av Board. The Hoard was made suboialiuate and <lire<‘tly responsible to the 
Government of India in the Department of Coinmer(*e and Tndustiv. 

The Railway Boanl assumed office in Marcli 1906 ami were provided with the 
following establish ment : — 

1. Secretary. 

2. JExamiiier of Ac<‘ounts. 

3. Under Secretary, tk)iistiaict ion . 

4. Under Secretary, Traffie. 

5. Registrar. 

6. Director of Railway Construction. 

Certain changes were, however, made in the following year and the establishment 
then consisted of: — 

1 Secretary. 

3 Assistant Secretaries; one each for Kstablishment, Construction and Traffic. 

1 Registrar, 

1 Director of Railway Construction. 

1 Railway Accounts., ( )fti< er. 

Sir Thomas Robertson liad further suggested in his detailed lecommendations 
that extended powers, both administrative and financial, should be delegated to Boards 
of Directors ot Companies, that the appointments of Consulting Engineers should be 
abolished and that tlu‘ work which they performed under the Railw^ays Act should 
be entrusted to a body of G(»vernmeut Inspectors to be appointed for the purpose. 
These recommenclations were given effect to in a modified form in 1908. 

Within a short time after the constitution of the Railway Board, it was found 
that work was being hampered by having the Commerce and Industry Department 
between the Raihvay Board and the Governor General in Council and in October 1908 
on the recommendations of the Railway Finance Committee presided over by Sir James 
Mackay (now^ l^ord Iiudu ape), the following cdianges were intioduced : ^ — ■ 

1. The appointment of tlie Chairman of the Railway Board was changed into 

that of President of the Railway Board and enhanced powei*s were vested 
in the President. 

2. The Board with its staff became collectively the Railway Department distinct 

from and independent of tlie Department of Commerce and Industry, 
though remaining under the administrative charge of the Hon’ble 
Member, Commerce and Industry Department, as the Railway Member. 

3. The President of the Board was given direct access to the Viceroy as if ho 

were a Secretary to the Government of India. 

At the same time in consequence of the amalgamation of the Public Works Depart- 
ment Accounts and Civil Audit Establishments under the control of the Finance 
Member of the Government of India the appointment of Accountant General, Public 
Works Department, was abolished and the appointment of Accountant General, Rail- 
ways, was revived. 

In 1909 the post of Director of R«iilway Construction was abolished and the 
appointment of Chief Engineer with the Railway Board for the purpose of advising the 
Bailway Board on technical matters connected with Civil Engineering was creat^* 
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In January 1914, it was decided that the importance ot financial and commerical 
considerations in connection with the control ot Indian railway policy justified u 
modification of the rule that the President and Members ot the Itailway Hoard should 
all be men of large experience in the actual working ot railways, it was then decided 
that in future one member who equally with the others might be appointed President 
should be selected tor commercial and financial experience and a member with the 
necessary qualifications was app<jinted. 

This arrangement was, however, altered in 1920 when it was decided that all 
the three members ot the Board should possess railway expeiicuce. To assist the 
Board, however, in the consideration of financial questions, the post ot Financial Ad- 
viser to Railway Board was created. 

Owing to the expansion ot railways in India and the increased work thrown on 
the Board a second Assistant Secretary, Engineering, was apjminted in 1914, and in 
1916 the duties ot the Construction Branch were divided l)etwe(‘u one hraiieh dealing 
with Projects under an Assistant Secretary and a second hraiich dealing with Way 
and Works which was sometimes under a vseparate officer and at othei times under the 
Secretary or Chief J^iigineer. In 1922 the (‘haige ot the Way and WorkwS branch was 
divided between the Assistant Secretary in (‘liarge ot Projects and the Assistant Sec- 
retary in charge of Stores. 

In November 1922, the Board’s establishment was strengthened by the appoint- 
ment of a Chief Mechanical Engineer. This appointment was created to enable the 
Board to have at headquarters a reliable adviser on matters connected with mechanical 
engineering. 

During 1921 a Committee presided over by Sir William Acworth visited India and 
3ne of the questions referred to was the evolution of a satisfatdoiy authority for the 
administration of the varied functions which the Railway Board had to perform as: — 

(a) the directly controlling authority of the three State-worked systems aggre- 

gating 9,028 miles, 

(b) representative of the predominant owning partner in systems aggregating 

22,949 miles, 

(c) the guarantor of many of the smaller companies, 

(d) the statutory authority over all railways in India. 

The Acworth Committee recommended in their report: — 

(1) that a new Department of Communications responsible for railways, porf^ 

and inland navigation, road transport and posts and telegraphs under a 
Member of Council in charge of Communi(‘ati(»ns should be created, 

(2) that under the Member of Council for (Jommunicat ions there should be a 

technical staff consisting on the railway side of a Chief Commissioner and 
four Commisvsioners and that of the four one should he in charge of finance 
and the organisation and staff of the office and tln^ other three Commis- 
sioners should be in charge of three respective divisions, Wesiern, Eastern 
and Southern, \ 

(3) that the technical staff attached to the Commission should he strengthened 

specially on the tratfic side. 

The Crovernment of India, tliougli they did not accept the first recommendation of 
the Acworth Committjije, agreed to the re-organisation of the Railway Board being under- 
taken on the principles underlying the report of the Acworth Committee, The appoint- 
ment of a Chief Commissioner was accordingly sanctioned in November 1922 and iu 
accordance with the recommendations of the Acworth Committee lie is solely responsible, 
under the Government of India, for arriving at decisions on technical questions and 
advising the Government of India on matters of Railway policy; he is not liable to be 
over-ruled, as the President was, by his oollegues in tlie Railway Board. 

The first duty of the Chief Commissioner was to work out detailed proposals for 
the re-organisation of the Railway Board and as a first step he made recommendations 
to the Government of India for the immediate appointment of a Financial Commis* 
sioner. This recommendation was strongly endorsed by the Indian Retrenchment 
Committee and the appointment of the Financial Commissioner was made in April 1923 
with the sanction of the Secretary of State. The further proposals of the Chief Com- 
missioner for the re-organisation of the Railway Board were accepted by the Govern- 
ment of India and the Secretary of State and were introduced from the Ist April 1924. 
It was decided, however, for reasons connected with the present statutory position of 
the Railway Board, and to avoid confusion with the provisions for a Railway Commis- 
sion under Chapter V of the Railways Act, to retain the name Railway Board ” 
for the headquarters organisation of the Railway Department instead of Railway 
Commission as recommended by the Acworth Committee. 

The Railway Board as now constituted consists of the Chief Commissioner as 
President, the Financial Commissioner and two Members, the Chief Commissioner being 
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Secretary to the Government of India in the Railway Department. The proposal of 
the Acworth Committee that the Indian Railways should be sub-divided into three 
territorial divisions with a Commissioner in charge of each was not accepted, and the 
work of the Members of the Board is now divided on the basis of subjects and not on 
a territorial basis. One Member deals with technical subjects and the other with general 
administration, personnel and traffic subjects, the Financial Commissioner represent- 
ing the Finance Department on the Board and dealing with all financial questions. 

The reorganisation carried out in 1924 had for one of its principal objects the 
relief of the Chief Commissioner and the Members from all but important work so as to 
enable them to devote their attention to larger questions of railway policy and to 
enable them to keep in touch with Jjocal Governments, railway administrations and 
public bodies by touring to a greater extent than they had been able to do in the past. 
This object was effected by placing a responsible Director at the head of each of the 
main branches of the Board’s work, namely Civil Engineering, Mechanical Engineering, 
Traffic and Establishment. The former Chief Engineer and the Chief Mechanical 
Engineer who had been employed mainly in consultative work, became Directors and 
together with the Directors of Traffic and Establishment have been made responsible 
for the direct disposal of the work of their branches under the general orders of the 
Railway Board. 

The posts of Joint Secretary and 4 Assistant Secretaries were replaced by 0 Deputy 
Directors working under the Directors and in charge of branches dealing with Estab- 
lishment, Works, Projects, Stores, Statistics and Traffic. One Assistant Director was 
also added to supervise the Technical Branch and the Drawing Office. The disposal 
of the general work of the Railway Board was provided for by the continuance oi the 
post of Secretary in whose name all letters and orders of the Board are issued. The 
position of the Board as a Department of Government of India has been maintained 
and it works under the Member for Commerce and Railways. As already stated the 
Chief Commissioner is the Secretary to the Government of India in the Railway Depart- 
ment and orders issued by the Board over the .signature of the Secretary are orders of 
the Government of India. 

Experience of the working of this organisation dining 1924-25 and the decision 
agreed to by the Legislative Assembly in September 1924 to separate railway finances 
from the general finances of the country made it necessary to appoint a Deputy Director 
and an Assistant Director of Finance. An Assistant Director of Statistics was also 
added during that year. Later a Director of Finance was added to the establishment 
occupying, as regards disposal of work, the same position as the Directors referred to 
above. 

Further experience of the reduction of work resulting from the large delegation 
of powers and responsibility to the Agents of State-managed Railways and the Board 
of Directors of Company-managed railways enabled a re-arrangement of work to be 
made during 1925-26 accompanied by a reduction in the staff. Under this re-arrange- 
ment the posts of 3 Deputy Directors, an Assistant Director and the Assistant Secretary 
were held in a1)eyance. The personnel work was transferred from the Director of 
Establishment to the Secretary and a temporary post of Deputy Secretary was created. 
Further a separate technical office was established to take charge of the technical work 
of the engineering branches. The Technical Officer also acts as ex-officio Secretary 
to the permanent Standardisation Committees which have been appointed to deal pro- 
gressively with all qup.stions of standards of equipment. 

The present superior staff under the Railway Board, therefore, consists of 6 Di- 
recturs, 4 Deputy Directors, a Technical Officer, 2 Assistant Directors, a Secretary 
(ind a Deputy Secretary. 
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APPENDIX D, 

Besolution regarding the separation of railway from General 
Finances, adopted by the Legislative Assembly on the 20th 

September 1024. 

This Assembly recommends to the Governor General in Council that in order to 
relieve the general budget from the violent fluctuations caused by the incorporation 
therein of the railway estimates and to enable railways to curi*y out a continuous railway 
policy based on the necessity of making a definite return to general revenues on the 
money expended by the State on Hail ways. 

(1) The railway finances shall be separated from the general finances of the 

country and the general revenues shall receive a definite annual contri- 
bution from railways which shall be the first charge on the net receipts of 
railways. 

(2) The contribution shall be based on the capital at charge and working results 

of commercial lines, and shall be a sura equal to one per cent, on the 
capital at charge of commercial lines (excluding capital contributed l)y 
companies and Indian States) at the end of the penultimate financial year 
plus one-fifth of any surplus profits remaiiving after payincnt of this fixed 
return, subject to the condition that, if in any year railway revenues 
are insufficient to provide the percentage of one per cent, on the capital 
at charge surplus profiis in the next or subsequent years will not be deemed 
to have accrued for purposes of division until such deficiency has been 
made good. 

The interest on the capital at charge of, and the loss in working, strategic lines 
shall be borne by general revenues and shall consequently be deducted 
from the contribution so calculated in order to arri\e at tlie net amount 
payable from railway to general revenues each year. 

(3) Any surplus remaining after this payment to general revenues shall be trans- 

ferred to a railway reserve; provided that if the amount available for 
transfer to the railway reserve exceeds in any year thiee crores of rupees 
only two-thirds of the excess over three crores shall be transferred to the 
railway reserve and the remaining one-third shall accrue to general 
revenues. 

(4) The railway reserve shall be used to secure the payment of the annual contri- 

bution to general revenues; to provide, if necessary, for arrears of depre- 
ciation and for writing down and writing oft’ capital ; and to strengthen 
the financial position of lailways in order that the services rendered to the 
public may be improved and rates may be reduced. 

(6) The railway administration shall be entitled, subject to such conditions as 

may be prescribed by the Government of India, to borrow temporarily from 
the capital or from the reserves for the purpose of meeting expenditure for 
which there is no provision or insufficient provision in the revenue budget 
subject to the obligation to make repayment of such boriowings out of the 
revenue budgets of subsecjuent years. 

/6) A Standing Finance Committee for Railways shall be constituted consisting 
of one nominated official member of the Legislative Assembly who should 
be chairman and eleven members elected by the liegislative Assembly from 
their body. The members of the Standing Finance Committee for Rail- 
ways shall be ex-ofjicio members of the Central Advisory (Council, which 
shall consist. In addition, of not more than one further nominated official 
member, six non-official members selected from a panel of eight selected by 
the Council of State from their body and six non-offic ial members selected 
from a panel of eight elected by tlie Legislative Assembly from tlieir body. 

The Railway Department shall place the estimate of railway expenditure before 
the Standing Finance Committee for Railways on some date prior to the 
date for the disrussion of the demand for grants for railways and shall, as 
far as possible, instead of the expenditure programme revenue show the 
expenditure under a depreciation fund created as per the new rules for 
charge to capital and revenue. 

(7) The railway budget shall be pref^ented to the liegislative Assembly if possible 

in advance of the general budget and separate days shall be allotted for its 
discussion, and the Member in charge of railw ays shall then make a general 
statement on railway accounts and working. The expenditure proposed in 
the railway budget, including expenditure from the depreciation fund and 
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the railway reserve, shall be placed before the Legislative Assembly lu 
the form of demands for grants. The form the budget shall take after 
separation, the detail it shall give and the number of demands for grains 
into which the total vote shall be divided shall be considered by the 
Railway Board in consultation with the proposed Standing Finance Com- 
mittee for Railways with a view to the introduction of improvements m 
time for the next budget, if possible. 

(8) These arrangements shall be subject to periodic revision but shall be provi- 

sionally tried for at least three years. 

(9) In view of the fact that the Assembly adheres to the resolution passed 

in February 19:^8, in favour of State management of Indian Railways, 
these arrangements shall hold good only so long as the East Indian 
Railway and the Great Indian Feninsula Railway and existing State- 
managed railways remain under State management. But if m spite 
^(j£ the Assembfy’s resolution above referred to Government should 
enter on any negotiations for the transfer of any of the above rail- 
ways to ('oiilpany management such negotiations shall not be concluded 
until facilities have been given for a discussion of the whole matter 
in the Assembly. If any contract for the transfer of any of the above 
railway to Company management is concluded against the advice of the 
Assembly, the Assembly will be at liberty to terminate the arrangements 
in this ilesolution. 

Apart from the above convention this Assembly further recommends — 

(i) that the railway services should he rapidly indianised, and further that 

Indians should be appointed as Members of the Railway Board as early as 
possible, and 

(ii) that the purchases of stores for the State Railways should be undertaken 

through the organisation of the Stores Purchase Department of the Govern- 
ment of India.” 
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APPENDIX E. 

Government of India, Railway Department, Resolution No. 2181-P., 
dated tlie 19tli February 1925, on the subject of the financing of 

branch lines of railways. 

The Governor General in Council, with the sanction of His Majesty’s Secretary 
of State for India, is pleased to issue the following orders on the subject of Financing 
•of Branch Lines, in supersession of all previous orders on the stibject. 

1. Branch and Feeder Lines are constructed under an agreement by which the 
State guarantees a minimum return on the capital, or alternatively, undertakes that 
the line shall receive, out of the earnings of the main line from traffic contributed by 
the branch, such a sum, known as a rebate, as will make up the total earn'ings of the 
branch to a given sum, while the branch in each case shares with the main line any 
profits exceeding the guaranteed minimum. 

2. This method of encouraging the construction of lines originated 80 years ago 
eimply because the Government of India was unable to furnisli the necessary capital. 

3. The Acworth Committee pointed out that this method, while enabling lines to 
be built which would otherwise not have been built, has no otlier merit. The financial 
terms usual before the war are now quite inadequate and if the system is to continue 
they will have te be revised. All the witnesses before the Committee who asked for a 
revision of the terms admitted that, if the main line w'cre in a position to build a 
given branch itself, they would prefer that it should be done by the main line rather 
ihan that it should be done as a separate undertaking. 

4. Amongst the disadvantages pointed out by the Committee are the following: — 

(i) The Branch Line Company is usually a fifth wheel to the coach.^lt 

implies in some cases a separate construction staff ; it always implii^ a 
separate Board of Directors, and separate accounts. 

(ii) Where the branch is worked by the main line, if its Directors feel that 

the management is unsatisfactory, they not only make re])resentation8 to 
the main line administration, but in the last resoit can ap]>cal to the 
Railway Board which does not make for harmony. 

(m) Capital raised by a small private undertaking, even with a Government 
guarantee, will cost more than money raised by the State. 

{iv) Inconceivable confusion results from the multiplication of independent 
Railway Companies — each company, small or great, desires to reserve 
for itself a separate sphere of influence ; and jealously demands that, if 
any new-comer intrudes into that sphere, he shall pay toll to the original 
concess'ionaire. This only complicates a situation which ought to be con- 
sidered solely from the point of view of the public interest. New proposals 
for the extension or connection of lines by small independent companies 
are either refused owing to protests by the old company or only permitted 
on a basis of elaborate accounting between the new company and the old 
for the profits which hypothetically would have belonged to the old line 
had the new line not been opened. 

5. The only arguments urged in favour of the Branch Tiine Companies were: — 

(i) That money had been raised which the Government of India was unable 
to furnish. 

{ii) That a claim was made that Ihe Branch Line Company obtained from local 
sources money that would never be subscribed to a Government loan. 

{Hi) That there may be cases of a Branch Tune of smaller guage worked inde- 
pendently y which the Branch liine Company can operate more economically 
than a main line. 

6. The Acworth Committee, therefore, so far from approving of this system con- 
»sidered that the aim of the Government should be to reduce by amalgamation the 
niimber of existing companies and that it should only be in cases where the State 
cannot or will not provide adequate funds that private enterprise in the- direction should 

he encouraged. 

7. The disadvantages pointed out by the Acworth Committee require to be even 
*further amplified. The existing Branch Line Companies have ceased for some time to 
raise additional capital for capital requirements. They have either obtained over- 

rafts from various Banks for this purpose at heavy rates of interest or issued deben- 
'tures at special rates of interest (usually about 7 per cent.) or in several cases asked 
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for money to be advanced to them by the Railway Board. So far, therefore, from 
reducing the amount that the Government of India have to raise in the open market,, 
they are at present increasing that amount. 

8. Another serious disadvantage which is not mentioned by the Acworth Com- 
mittee is that the main line usually works the Feeder or Branch Line for a remuneration 
which, in most cases, is limited to a maximum of a fixed percentage of the gross' 
earnings of the Branch Line (usually 40 per cent, or 50 per cent.) — terms of remunera- 
tion which at present are grossly inadequate. The result of this arrangement is that 
many of the main lines whose working expenses are from GO to 80 per cent, of the 
gross earnings are saddled with heavy expenditure which ought to have been debited' 
to Branch Line Companies. Where the Branch Line Companies are “ successful, 
that is, where the shares stand at a high figure, their profits are inflated owing to 
their working ex])ense8 being llius ai tificially i educed. Again, where in the case 
of less ‘‘ prosperous Biauch Line Companies, the' Government has to make a direct 
subsidy in order to make up tin* guaranteed interest on the capital, the amount paid 
by way of subsidy does not reveal the true loss of the Government in connection with 
the Branch Line Company. To this subsidy slioiild be added also the additional loss 
incurred from the main line working Ihe Braiudi T^ine at less than the actual cost. 
Even this, however, does not give a complete statement of the loss sustained by Govern- 
ment in connection with tliese Companies. These Companies have been supplied with 
land free of charge and the cost of such land is not taken into account either in the* 
Capital or the Revenue Accoinits of the Companies (a>ncerned. 

9. The only real argument in favour of these Companies is that they must be 
utilised in cases where tlie Government itself is unable or declines to raise the necessary 
amount of capital for new constructi()ns. It is doubtful whether such a position is 
likely to recur in the future. It is admitted that to use the agency of these Companies 
is a far more expensive method of raising money for the construction ot railways 
than direct Government loans can ever be. Tlu* jimount of assistance given by Branch 
Ifine Companies, in the past has been trivial ; the total amount of capital raised through 
the agency of Branch Tune Companies has only heen about Rs. 10^ crores — an amount 
wig^ch in itself is less than the lapse that occurred last year in the provision for capital 
expenditure in the Railway Budget. 

10. The difficulties and complications now experienced in connection with these 
Branch lane Companies are out of all proportion to the insignificant financial facnlities 
offered by the Companies. The Government of India have therefore decided that 
flic Branch line policy should be abandoned and that an endeavour should be made 
to reduce the n umber of the exising Branch Tiiue Companies. If on any occa.sion the 
Government of India shoidd be unable to find funds for construction (which is not 
the case at present), and should it be considered advisable to tap fresh sources for 
subscription to railway loans by offering terms different from those given to the- 
ordinary Government loans, that is, by offering not ()nly a fixed rate of interest but 
a share in the profits of a particular Brandi Jjine, there appears to be no particular 
advantage of using a financial half-way liouse specially to float a loan on such terms 
there appears to be iio reason why ihe Government should not float the loan direct. 
But it will probably he found sufficient to raise short term debentures at a high rate' 
of interest — to he liquidated when the loan market is favourable — a procedure adopted' 
now by the Branch Line Companies, hut at a higher rate of interest than would be* 
necessary for the Government. 

11. There remains the case of the District Board Railways for which some of the* 
capital or the security for the capital is secured by a special cess levied by the District 
Board throughout the district. 

The Acworth Committee pointed out that where a District Board was the promoter 
of a new Branch Tiiue, consid(‘rations other than purely commercial came into play 
witli tlic result of further coinplii'ations and confusion. In a fool'ioto to the i*eport 
they referred to the views expressed by the Madras Government who had drawn 
attention to a case in which, although no short-circuiting was involved, there had been 
a delay of over 10 years in arriving at a decision in regard to the terms for working 
a District Board Itailway by the South Indian Railway Company. The amount of 
capital raised by District Boards for such lines has heen only Rs. 137 lakhs while the 
amount raised by Company lines subsidised by District Boards amounts to Rs. 
crores. These amounts are insignificant as compared with the total capital raised 
by the Government and it is clear that the relief afforded to the Government of India 
in raising the loans is quite disproportionate to the great complications which have- 
resulted in the working of the railway administration. Loans raised direct by the 
District Boards do not relieve the market of the Government of India; the money ia 
ultimately borrowed from the Government of India. 

12. Tfie legal position regarding the powers of District and Local Boards in the 
matter of railway construction and management depends in part on the Indian Railways 
Act, 1890, which, in the absence of express exclusion of its application, extends to 
all District Board railways and, in part on the nature of the provision made in the 
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■matter in tlie District or Local Hoards Act of the province concerned. It is only 
in the Madras Presidency that the question has assumed prominence and it will suffice 
to indicate briefly the nature of the provisions contained in the Madras Local Boards 
Act, 1920. Action under section 113 of that Act can only be taken “ with the previous 
sanction of the Government of India. Having obtained such sanction, a District 
Board may either itself construct and maintain a railway within, or partly within, 
the local area under the control of the Board, or may subscribe to any debenture loan 
raised by the Government of India or by any other local autliority or by any coin- 
jpany for the (construction or maintenance of any railway which the Board considers 
likelj^ to be of benefit to the district, or may guarantee the payjivent from the dis- 
trict fund of such sums as it shall think fit as interest on capital expended on any 
such railway (that is, whether the railway is constructed by the Goverinnent of India 
or by any other local authority or by a Company). 

Section 23f> of the same Act provides that the accumulations of a local railway 
cess may be utilised for all or any of the purposes specified in section 113, including tlie 
guaranteeing (jf payment of interest on capital spent on a railway. 

A District Board in Madras, therefore, can guarantee the payment from the district 
fund of the money sufficient to make up the minimum interest on capital expended 
on a railway within its area whether such railway is constructed by the Government of 
India or by a Company, the only disadvantage attaching to this particular form of 
guarantee being that the Act does not make the payment of the guaranteed interest a 
first charge on the District Board Fund. 

13. The Government of India could not reasonably use their powers under the 
Jndian Railways Act, 1890, or under e.y., section 113 of the Madras Local Boards 
Act, 1920, to prevent a District Board or a local body from constructing a light rail- 
way or a tramway which had no physical connection with any existing main line and 
which that local body proposed to work itself or through a local company. But as 
things stand at present there is no reason for continuing the practice under which 
District Boards are allowed to make money out of Branch liines connected with a 
main line when they themselves cannot make any arrangements for the working of 
•the lines and require to have them run by the main lines. 

14. These District Board railw^ays must not be confused with the light and feeder 
a^ailways wdiich constitute u provincial subject under the Devolution Iiul(‘s. Tlie pro- 
vincial subject in question comprises light and feeder jailwaj^s and extra-municipal 
tramways in so far as provision for their construction and management is made by 
provincial legislation.’^ That is to say, it comprises only individual light or feeder 
railways or extra-municipal tramways for the construciiou and management of w^hich 
specific, provision has been made by an Act of tJie local legislature of the province 
concerned. Hitherto, no such legislation has been enacted witli the result that tlie 
entry in question in the provincial schedule, as also the (j^ualifying words in onivy 

in the central schedule, have no operation, and all existing railways of every description 
are included in the central subject defined in the last-named entry. It should also 
be observed that the provincial subject in (question is “ subject to legislation by the 
Indian Legislature in the case of any such railway or tramway which is in physical 
connection with a main lino or is built on the same guage as an adjacent line,” the 
effect being that a provincial bill designed to provide lor tlie construction of a light 
or feeder railway or extra-municipal tramway in physical connection with a main line 
or built on the same guage as an adjacent main line would require the previous sanction 
of the Governor General under clause (/) of sub-section (3) of section 80 A of the 
Government of India Act; and it may be presumed that few occasions are likely to 
arise in which provision will be made by local legislation for the construction of a light 
or feeder railway not answering one or other of these descriptions. 

15. The proposal set forth in this Resolution are not designed to evade the 
legitimate operation of the le^al position described, in the case of District Board rail- 
ways, in paragraph 12 and in Gie case of provincial light and feeder railways, in 
paragraph 14 ; but it follows from the proposals that Local Governments and District 
or Local Boards should not, in the absence of special circumstances, be encouraged 
to build branch or feeder lines. In other words, the normal procedure will he the 
construction by the Government of India, or, at its cost, by a Company, of a branch 
line which a District Board or Local Government desires to have constructed and is 
prepared to guarantee. But, should the railway programme not permit the construc- 
tion of such a line within a reasonable time, the possibility of permitting a District 
Board or Local Government to construct it from its own funds would require considera- 
'tion. 

Unremunerative Ldnes. 

16. The above proposals relate to the procedure adopted in the past and the 
procedure which it is proposed to adopt in the future for the financing of the con- 
struction of branch or feeder lines expected to prove remunerative from the point of view 


Railways and extra-municipal tramways, in so far as they are not classified as provincial 
(subjects under entry 6 (d) of Part II of this schedule.” 
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of railway earnings only. But there are cases where the Local Oovernxnents or local 
authorities may desire that a line should be constructed which will not be remxxnera- 
tive on railway earnings and the construction of which is desired by them for purely 
local reasons on account of the administrative advantages it is likely to confer or fox*^ 
the development of a particular area. It is proposed that in future the Railway Board 
in such circumstances should have power to arrange for the construction of the line 
from railway funds if the Local Government or the local authority guarantees the 
Railway Board against loss. The guarantee would be to the effect that the local 
authority would make up the difference between the net earnings and the interest 
and other charges payable. As it is not desirable that the Central Government should 
make any profit out of such contributions by local authorities, it is also proposed that 
where contributions have been made by a local authority for this purpose the repayment 
of such contributions should be a first charge on any net profits subsequently realised 
from the line, should the line prove remunerative. 

17. The Central Government must, however, retain the power to decide whether 
a line is to be built or not ; the proposals in the preceding paragraph must not be 
taken to imply that a Local Government by giving a guarantee can require the Rail- 
way Board to construcrt a line. Proposals of a Local Government might run counter 
to the general railway policy or might take the form of short-circuiting railway traffic 
and so lead to a reduction of receipts from existing lines. 

18. These proposals have been circulated to Local Governments and have been 
generally welcomed by them as affording a suitable method of reconciling central and 
local interests and of providing for local bodies and Local Governments a method of 
securing the construction of railways which may be required for purely local reasons, 
and which, while not likely to prove remunerative on purely railway earnings, are- 
likely to provide such indirect benefits to Local Governments and local bodies as will 
more than repay the amounts paid under the guarantee. Several such arrangementflp; 
have already been made with I^cal Governments. 


APPENDIX F. 

Statement of Gazetted Officers and Officers of corresponding rank 
employed on Class I Railways (excluding H. E. H. the Nizam’s 
Guaranteed State and Jodhpur Railways) on the 1st April 1927 as 
compared with 1st April 1926. 


tf Gazetted Officers and Officers cf canesponding rank employed on Class I Railtoays {excluding H, E. H. the Nizamis Guaranteed State and Jodhpur Radimrys) on the 

1st April 1927 as compared ukth Ist April 1926, 
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APPENDIX O. 


Statement showing the number of*appointments created and vacancies which occurred among officers of Gazetted rank on 
State Railways and of corresponding rank on Companies* Railways {Class I) excluding H, E, H, the Nizamis 
Guaranteed State and Jodhpur Railways ^ and how they were filled during 1926-27. 
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APPENDIX Or-contd. 

Statement shomng the number of appointments created and vacandes which occurred aniomj officers of Gazetted rank on 
State Railways and of corresponding rank on Companies* Railvxiys (Class I) excludimi H. E. II. the Nizam* s 
Gmranteed State and Jodhpur Railways, and how they were filled during 1926-27 — contd. 
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APPENDIX Q— conoid. 

Statement sliomng the number of a^ppointments created and vacancies whicb occurred among officers of Gazetted rank 
on Stale Railways and of corresponding rank on Companies* Railways {Class I) excluding H. E. H. the Nizarrfe 
Guaranteed Stale and Jodhpur Railways, and how they were filled during 1926-27 — concld. 
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APPENDIX H. 

Officers of the Railway Department (Railway Board) on Slat 

March, 1927. 

The Hon’ble Sir Charles Innes, K.C.S.I., C.I.E., I.C.S., 

Member of Council of Governor General. 




Railway Board. 

Sir Clement Hindley, Kt. 

. 

. 


Chief Commissioner of Railways. 

Mr. A. A. L. Parsons, O.I.E., 

I.C.S 


Financial Commissioner of RailwayvS. 

Sir Austen Hadow, Kt., C.V.O. 

. 


Member. 

Mr. P. C. Sheridan, C.M.G, 

• 

• 


Member. 

Mr. A. Lines . 




Director, Civil Engineering. 

Mr. A. J. Chase, O.B.E. 




Director, Mechanical Engineering (on leave).. 

Mr. F. J. Page 




Director, Mechanical I'ingineering (Oftg.). 

Mr. A. M. Hayman, O.B.E. 




Director, Finance. 

Mr. H. C. Sparke . 




Director, Traffic. 

Mr. S D. Gupta, M.B.E. 




Director, Establishment. 

Mr. J. C. Highet . 




Secretary. 

^[r. J. Kaul 




Deputy Secretary. 

Mr. J. F. Blackwood 




Temporary Officer, Programme. 

Mr. P. 11. Rau 




Deputy Director, Finance. 

Mr. H. Jackson 




Deputy Director, Stores. 

Mr. B. Moody 




Deputy Director, Statistiop. 

Rai Bahadur B, D, Puri . 




Assistant Director, Finance (on deputation). 

Mr. n. J. M, DeLange 




Assistant Director, Finance (Oft'g.). 

Mr. Gopal Nath Mehra 




Assi.stant Director, Slatistics. 

Mr. E. C. Rundlett 




(jhief Superintendent. 



Attached Officers. 

Mr. A. F. Harvey 


, 

, 

Technical Officer. 

Mr. R. G. Marriott 

• 

• 

• 

Timber Advisory Officer. 

Accountant 

Q-eneral, Railways. 

Mr. J. M. Hartley . 

, 



Accountant General, Railways. 

Dewan Bahadur R. Sundrachari 

• 

• 

Deputy Accountant Geneial. 

Mr. I. S. Puri 

0 


• 

Deputy Accountant General. 

Rai Sahib S. N. Palit 

0 

• 

• 

Assistant Accountant Gcnei al. 
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